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official monthly publications of the General Ticket Agents’ 
Association, nor the official reports of the company to the 
Government show that any considerable part of this 160 miles. 
has yet been completed and opened to the public, although 
work in the pass is being prosecuted, as I have been informed, 
for the purpose of securing a choice of location for the South- 






















levy a tax upon it at will; and whether such enormous powers 
shall be continued to this combination or not is the question 
that Congress will decide by its action, or non-action, upon 
this remarkable Southern Pacific proposition; and upon the 
Texas & Pacific Railway bill, which guarantees great econc- 
mies to the Government and the people for all time, and places 


































SATURDAY, JANUARY 8, 1876. ern Pacific road. the power to regulate rates for transportation with Congress, 
3 7 From this statement, the accuracy of which can easily be in such form that actual capital only is to be provided for; and 
Gontributions. ascertained from the records, you can judge what reliance should | all the speculative watering of the existing lines, which the 





be placed upon the recent official statement 
The Texas & Pacific and the Southern Pacific. | Pacific Railrond Company over so aes og me 
Executive Orrice, Texas & Pactric Ramway Co., ton, its former President, now its agent and attorney, and who 
PHILADELPHIA, Jan. 3, 1876. is also the Vice-President of the Central Pacific Railroad Com- 
To THe Eprror or THE RarLRoaD GAZETTE: pany, in which he says, “that the Southern Pacific Company is 

I notice in your paper of the 18th of December an official | not a branch of the Central, but is entirely a distinct road, ex- 
letter of the Southern Pacific Railroad Company of California, | tending from San Francisco southeastward, toward the mouth 
that has been recently given to the public, over the signature | of the Colorado River, where it will, if extended, meet the 
of O. P. Huntington, agent and attorney, for the purpose, ap- | route of the Texas & Pacific Railway Company at Fort Yuma, 
parently, of forestalling public opinion upon the Texas & Pa- | 772 miles from San Francisco, about 500 miles being now com- 
cific Railway Company’s bill now before Congress; and as there | pleted.” 
are in the letter some statements that seem calculated to mis-| The disingenuousness of this statement certainly borders 
lead, and some that require fuller information to enable them | upon untruthfulness, when the facts as shown by the com- 
to be properly understood, I will, with your permission, submit | pany’s recent official report (published in the same number of 
a few facts and figures that may, perhaps, enable the public to | your paper that contained his extraordinary letter) are, that 
more clearly comprehend the object and purpose of the letter, | instead of having 500 miles of completed line between San 
and of the action of Mr. Huntington in the matter. Francisco and Fort Yuma, as stated in the last paragraph, but 

The Southern Pacific Railroad Company of California was | 96 miles, from Goshen to Caliente, and 120 miles from San Fer- 
originally created to construct a railroad trom San Francisco, | nando to White River, two disconnected sections of but 216 
by the most direct route via Tehachapa Pass and Los Angeles, | miles in all, of this through line, have as yet been built under 
to Fort Yuma on the Colorado River, there to connect with a | the Southern Pacific charter, And ot the San Jose Valley line, 
trans-continental road to be constructed on the 32d parallel of | the true line from San Francisco, three separate links, of 162 
latitude, which is the route of the Texas & Pacific Railway; | miles, 115 miles and 136 miles, respectively, crossing three dis- 
anda branch was also authorized to Fort Mohave, there to | tinct mountain ranges, or 413 miles in all of the most costly 
connect with a similar line of railway from the east on the | part of the work remain to be completed to forma through 
85th parallel of latitude. .| connection ; and it is safe to assume that the 162 miles between 

In October, 1870, the company consolidated with, and | Soledad and Goshen, or Poso Junction, will not be completed 
merged into itself, the property and franchises of the San | in the present century: First, because from the great cost of 
Francisco & San Jose Railroad Company, the Santa Clara & | its construction from the Salinas Valley across the Sierra Ne- 
Pajaro Valley Railroad Company, and the California Railroad | vada Mountains, itis an impracticable route; and second, for 
Company, thereby increasing its total constructed and pro- | the commercial reason, that as it has practically the same own- 
jected mileage to 1,371 miles, with Government grants under | ership as the San Joaquin Valley line, that has a connection 
congressional acts, approved July 27, 1865, and March 8, 1871, | through to Oakland on the opposite side of the bay from San 
of 12,800 acres of public lands per mile for 922 miles of its | Francisco, the increased business from its construction will not 
road, or 11,800,000 acres of land in all. warrant the large expenditure required to complete it. 

The Vice-President of the Central Pacific Railroad Company,| The official letter of the Southern Pacific Company before 
Mr. Collis P. Huntington, was made President of this new | referred to is also conspicuously inexact in its representation 
Southern Pacific Company, and several other of the Central | that the Texas & Pacific Company is “asking for moneyed aid 
\ Pacific Railroad Company directors, and of its officere were | from the Government to build a road which must for a long 
chosen directors and officers of the new company; and the | distance run parallel to, and be designed to compete with that 
“Contract and Finance Company,” the construction company | built at the Pacific end out of private capital, by parties un- 
that originally built the Central Pacific road, and in which Mr. | tainted by defawt of any kind, either to the Government or pri- 
Huntington and his associates are supposed to have a very | vate creditors; and seeking also to be absolved from the 
warm interest, was given the contract to construct this South- | consequences of their neglect of voluntarily assumed obliga- 
orn Pacific Railway, for which it was to receive $40,000 pcr mile | tions.” 
in first-mortgage bonds, and an unknown quantity of its capi-| When it is remembered that this statement is made over 
tal stock; the evident intent being to enable the Central Pa-| the signature of a gentleman who was, until recently, the 
3 cific Company to control, through this organization, the Cali-| President of the Southern Pacific Railroad Company, and 
fornia end—from the east boundary line of the State of Cali-| who mow signs himself as its agent and attorney, and who 
fornia to the Pacific Ocean, including all terminal facilities on | holds the position of Vice-President of the Central Pacific 
the Pacific coast—of any railway company that should be an- | Railroad Company, and who is also a director or one of the 
thorized to construct a line of road between the Mississippi | principal managers and manipulators of the California Pacific 
valley and the Pacific Ocean, through the territory south of the | Railroad Company, and of the Placerville & Sacramento 
4 present Union and Central Pacific lines. Valley Railroad Company, and is President of the Chesa- 
q The direct route for a Southern Pacific road to connect San | peake & Ohio Railroad Company, the audacity of the state- 
‘ Francisco with the Texas & Pacific Railway at Fort Yuma is to | ment as to “parties untainted by default of any kind,” will be 
follow the San Jose Valley southeastwardly from San Francisco | fully appreciated by the general public, and especially by the 
to Carnadero, thence through San Juan and San Benito valleys | bondholders and other oreditors of the three last-named com- 
to the San Benito Hills, and from thence eastwardly, turning | panies; as it will also be by the people of California, in whose 
these hills on the south side and Tulare Lake on the north side, | name a suit in the San Francisco Circuit Court is now pending 
to Goshen or Visalia, at the head of San Joaquin Valley, and | against the Southern and Central Pacific railroad companies, 
from thence in a southerly direction, through Tehachapa Pass, | to cancel and set aside the grant to them of the Mission Bay 
to Los Angeles; and to secure the construction of this line was | lands and water front in San Francisco, and the right of way 
undoubtedly the original purpose of the government grants. thereto, on the ground, as alleged in the complaint, that these 

It is evident, however, that such a plan was not in accord | companies have not complied with the terms of the grant, and 
with the policy and interest of the Central Pacific Railroad | have not used it according to the original intention, and did 
Company, as that company own the road from Oakland to | not construct their respective roads leading thereto within the 
Stockton, and also the San Joaquin Valley road extending from | time prescribed by the act granting lands. 

Lathrop, near Stockton, southeastwardly to Goshen, the head} ‘There are other inaccurate statements in the letter, but 1 
of the valley, making 228 miles of Central Pacific road between | will not take up time by referring to them in detail, as all 
Oakland and Goshen that it was evidently for its interest to | were evidently intended to have their effect upon the main pur- 
have put into the through line to Fort Yuma; and in order to | pose of the letter, the bold proposition that the United States 
secure this, the route of the San Jose Valley line was changed | Government shall confiscate the grant of lands it has hereto- 
at Carnadero, from its natural course in a southeasterly direc- | fore made to the Texas & Pacific Railway Company, and which 
tion, to almost due west, towards the bay of Monterey on the | is to-day a vested property of that company without taint of 
Pacific coast, and from thence it has been extended southward- | forfeiture, and give it, together with the right to construct a 

ly down the Salinas valley to Soledad, its present southern ter- | road between the Rio Grande and the Colorado River, to the 
minus, thus changing it from a through trunk line into a purely | Southern Pacific Railroad Company, upon its simple agreement 
local road. that ‘‘ they will promptly construct the same for the land grant 

It was doubtless the same interest that has perverted the | attached thereto.” 
original charter of the Southern Pacific Company from its| An equally modest proposition, and one similar in some re- 
original intent to secure the construction of a direct line from | spects, is described in the New Testament as having been 
San Francisco, by using it to construct what is practically an | made by a certain noted personage who offered to give all the 
extension of the Central Pacific Company’s 228 miles of San | kingdoms of the earth upon certain terms, the full particulars 
Joaquin Valley line terminating at Goshen, from that point | of which are recorded in the fourth chapter of St. Luke ; and, 
southeastwardly through Tehachapa Pass to Los Angeles ; | as in that case, it was not the question of a want of power to 
and it is a part of this extension through Tehachapa Pass, from | make a delivery—although that might have been raised—so 
Caliente to San Fernando, 115 miles, that the company are | much as it was a want of confidence in the party making the 
now at work upon. proposition, and a belief that he was influenced by selfish 

From Los Angeles, the Southern Pacific line passes through | rather than disinterested motives, that promoted the rather 
San Gorgonio Pass, down the Coahuilla valley southeast-| emphatic answer of “Get thee behind me ;” so in this case, 
wardly to Fort Yuma, and it is a part of this division of its | waiving consideration of the question of the power of the Gov- 
road, from the western entrance into San Gorgonio Pass to | ernment to take a vested franchise and property from the Texas 
Fort Yuma, about 160 miles in length, that is in conflict with | & Pacific Company and give it to the Southern Pacific Company, 
the Texas & Pacific line, and for which the claim is made that | it is respectfully submitted that there is nothing in the past 
the Texas & Pacific Railway Company is asking for Govern- | history of this Southern Pacific Railroad Company of Cali- 
ment aid to construct a road alongside of another line that | fornia, nor of its owners and promoters, as represented by 
may be—but has not yet been—constructed with private capital. | Mr. Huntington, to warrant the General Government in con- 

How much work has been done between the west entrance | tinuing in their exclusive control the carrying of the trans- 
to the pass and Fort Yuma I cannot state; but. neither the | continental traffic of this whole continent, with the power to 


Government and the people are now paying for daily in exces- 
sive rates, will be avoided for all time. 

If evidence is wanted as to the manner in which Mr. Hunt- 
ington and his friends have used their powers under the Cen- 
tral Pacific railroad company’s charter, I will state 
that, in March last, immediately after the adjournment of 
Congress, when a bill in aid of the Texas & Pacific Railway, 
not nearly so perfect as the one now before that body, had been 
lost by reason of the manipulation of Mr. Huntington and his 
confreres, the mode of which was well understood at the time; 
and after the Pacific Mail Steamship subsidy act had been re- 
pealed, and the credit of that company destroyed, and the con- 
trol of the Pacific Mail Company, the only competitor for the 
Pacific coast business with the Union and Central Pacific lines, 
had passed into the hands of the combination, new rates of 
freight on through traffic between San Francisco and New York 
were established; and from this can be judged both the power 
and the will of this combination to directly tax the people of 
this whole continent, An examination of the freight schedules 
of these companies, before and after the date referred to, will 
show an increase of rates charged the Government and the 
public of from 50 to 100 per cent, on all through freight traffic. 

The direct result of this increase of charges was, that for 
the seven succeeding months, ending September 80, the two 
companies earned $18,107,138, against $14,944,173 for the cor- 
responding months of the previous year; being an increase of 
$3,162,960 for the seven months, which is at the rate of 
$5,500,000 per annum; all of which represented an additional 
toll levied upon the Government and the public, whose money 
built the line; and nearly all must have been clear profit 
for the benefit of the combination, because of the increased 
rates, as the volume of business was not materially increased. 

From these figures you can judge what strong reasons this 
combination of parties in the interests of the Southern and Cen- 
tral Pacific railway companies have, to prevent the passage by 
Congress of any bill that is designed to secure the completion 
of an independent line of railway across the continent, upon 
which the rates for transportation of freight and passengers 
can be controlled by Congress; and these companies can well af- 
ford to spend a considerable portion of their increased rev- 
enues 80 obtained by a forced contribution levied on the peo- 
ple, either in building additional road under their very liberal 
charter privileges, or in any other way that will serve to per- 
petuate their powers. 

The fact that Mr. Huntington and his friends, with their 
extensive knowledge of that section of country and of its capa- 
bility to furnish business for a road, are willing to undertake 
the construction of 600.miles of line between the Colorado 
River and the Rio Grande, with private capital, in addition to 
913 miles, the uncompleted portion of the Southern Pacific 
line in California, that they have yet to build, very clearly 
demonstrates, either that they are satisfied the line will at 
least earn five per cent. interest on its cost, in which case there 
is no risk to the Government from the proposed guarantee; or 
else that they have some other interest than the simple in- 
vestment of their surplus revenues to induce them to under- 
take the work; and as the Southern Pacific Company report 
the average traffic receipts of its completed road as exceeding 
$7,000 per mile in coin, for the last four years, with net in- 
come of upwards of $2,400 in coin per mile, it is very evident 
that they have an abiding faith that the road, if constructed 
under their management, will become a profitable investment, 
although its cost will be very heavy, if we are to accept Mr, 
Huntington's statement, that “during the past two years of 
financial depression they have constructed over 250 miles of 
road, which, with the work done in advance of track, and ma- 
terials on the ground and in transit, represents an outlay of 
twenty millions m gold,” or say $80,000 per mile. 

It must be clear to any thinking man that the whole object 
of Mr. Huntington and his associates is to be let alone in 
chaiging the people exorbitant rates to provide means 
to build new lines that will be without restriction 
as to charges; when they will erect new toll gates, 
through which the traffic of the country tributary to such new 
lines must pass, subject to such conditions and charges as 
will most quickly fill their own private purses, without 
regard to the rights of a suffering people or an outraged Gov- 
ernment. 

All that the Texas & Pacific Railway Company ask is, that 
the people and Congress shall give this subject a fair investi- 
gation, and if they shall be satisfied that the public interest 
will be promoted by the constructien of another transcon- 
tinental railway, under proper restrictions as to its use by the 
public, that they will give it their honest support, without 
heed of that public clamor raised by interested parties, who 
will make all possible misrepresentations of facts to promote, 
or rather to preserve, their own private interests, no matter at 
what cost to the Government and the people. 

Franx 8. Bonn, 
Vice-President Texas & Pacific Railway Co. 













































































































“From Atlantic to Pacific.” 


Wasuinorton Crry, D. C., Dec. 31, 1875. 
To Tax Eprror or THE RaiLRoaD GazettE: 

As the only representative now on the Atlantic coast ap- 
pointed by the Governor of California to attend to the interests 
of that State at the late great National Railroad Convention, 
held at the city of St. Louis, Nov. 23 and 24, you will, I trust, 
grant me space to reply, as briefly as the subject permits, tv 
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the somewhat extraordinary relative to the Texas 
Pacific given by the Vice-President of the Central Pacific of 
Oslifornia, or the “ Agent and Attorney Southern Pacific Rail- 
road Company,” which latter title Mr. Huntington has chosen 
to assume for the emergency. 

In the first place, the paramount interests of a railroad really 
Southern in character, calculated to restore to the States west 
of the Mississippi a renewed activity of commercial prosperity, 
will not permit of an entanglement of combination with that 
branch of the Central Pacific of California commonly known as 
the Southern Pacific. Indeed, clothed as has been this abor- 
tion of the California Central in this delusive title, its very 
name has become a source of danger to the real enterprise. 

Under the former General W. 8. Rosecrans’ management, the 
Southern Pacific of California, as originally chartered, aimed to 
construct a railroad from San Francisco through the southern 
coast counties to the bay of San Diego, there to connect with a 
line over the 32d parallel of latitude from the Mississippi. But, 
when the control of that organization fell into the clutches of 
the leading proprietors of the Central Pacific, to the mission of 
the Southern Pacific was charged a subservient compliance 
to the interests of the former, and being now one of its feeders 
or extensions, commencing nowhere and ending nowhere, yet 
always held in convenient readiness to contest the ground with 
any railway enterprise which promised or promises to be ex- 
tended to California via the southern portion of the State. 

At the time when the Atlantic & Pacific Railroad Company 
gave promise to extend its line fiom Vinita to the Pacific, the 
Southern Pacific of California at once secured concessions to 
meet that line from the east at Fort Mohave or the Needles in 
the territory of Arizona; and since it has become apparent 
that the Texas Pacific according to its requirements by an act 
of Congress would build to San Diego, the only harbor worthy 
of the name between the Mexican States and San Francisco— 
and distant from the latter 500 miles—and a port whose geo- 
graphical position in connection with the trade of the Orient 
and India has always been a source of considerable vexation to 
the Central Pacific, the latter hastily determined upon prevent- 
ing the extension of the Texas Pavific to San Diego. Under 
the plea that their system of roads would shortly stretch to the 
River Colorado about two hundred miles from San Diego, Mr. 
Huntington appeared before the Committee on Pacific Rail- 
ways of the House and Senate, and stoutly insisted upon a 
combination of interests with the Texas Pacific. 

Having carefully investigated the issues involved, the com- 
mittees unanimously decided to reject the proposition advanced 
by Mr. Huntington, and a bill was favorably reported to Con- 
gress which promises an unbroken line of railway from Shreve- 
port, Louisiana, to San Diego in the State of California—it 
being framed entirely in the interest of competition and the 
people. 

It is generally conceded that had it not been owing to the 
fact that the session was then drawing to a rapid close, the bill 
as recommended would now be law, and the country would 
witness a new era of great commercial and industrial develop- 
ments. 

The attempt to stigmatize the Texas Pacific bill a ‘subsidy 
proposition” is entirely devoid of truth and so reported in the 
interest of existing and designing monopolies. 

The bill as again submitted to Congress asks Government 
to guarantee the payment of the interest (not the principal, as 
is the case with the Union and Central Pacific) at the rate of 
five per cent, per annum on fifty-years construction bonds to 
be issued by the company to the amount of $40,000 per mile. 

To protect Government, however, against any possible losses, 
the wane oe are embraced: 

“ The en to be *22 with the Treasurer of the 


United States cen id soured by a ty and feet e to the Govern- 
ment cov the entire and franchises of the com- 


anies, incl , in the case of the Texas Pacific road, about 
5,000,000 acres of etofore granted by the United 
motes to eb tee eee bonds are to be delivered 


These 

as the road is constructed, in the æ country at —*2 of 
$80,000 per mile, and in the mountain country —X mile, 
but—by a stipulation in the bill—not to exceed 000 per 
mile for the whole line. The bill further provides that these 
amounts shall in —— event be issued unless actually required to 
fo: rly construct and equip the road, which must be shown 

e certificates of Goversesent Te = a inted by the 
President of of the United 8 —“ e actual cash 

—— bo 


bonds ($5,000 per moe) are to 
* ——— by the Government sale and 

ruing interest on —— in case the . of 
te of lands, the reosipte Sor transportation of troops and 
military stores and Indian supplies, and for postal and tele- 
graph service for the Government, and the entire net revenues 
ort the road from other sources shall not equal the coin interest 
a eof (onan ee 2 750 — on completed road. 
ition to the retenti on by of all amounts 
—— for Government ‘eanepertation oan e obligation im- 
—— on the companies to turn over to the Government suf- 
ent amounts from their to provide beforehand for 
—* interest payments, they are required to into the 
easury one per cent, per — — year 1 
per — year! —4 the entire amount of their bonds, 

create & for the payment of the principal.” 

I am aware that a subsidized press has continually mis- 
represented these conditions, but the people are gradually 
having their eyes opened. In California the present condi- 
tion of railroad affairs is simply alarming. The Central 
Pacific Company, with the exception of ten miles of road owned 
by the Texas Pacific from San Diego, eastward, and twelve 
miles of constructed railroad from Santa Monica to Los An- 
geles, controlled by Senator Jones, of Nevada, monopolize 
every inch of railroad to and from every avenue of ingress to 
the State; besides, they have, or are attempting to possess 
themselves of, every available mountain pass to the East, 
thereby effectually guarding against competition and opposi- 
tion to their existing monopoly. Indeed, in the explanations 
made by Mr. Huntington I-have been somewhat amused at 
the following unguarded remarks: ‘‘The Southern Pacific, 
like the Central Pacific Company, have hitherto regarded their 
field of operations as belonging exclusively to the Pacific 
water-shed of the Continent, and have resolutely abstained 


from participation in any roads in the Mississippi Valley or 
eastern connections!” Perhaps Mr. Huntington’s connection 
with the Chesapeake & Ohio, as well as the Lexington road— 
both in the hands of a receiver—has proven of so unprofitable a 
character that he should be pardoned for endeavoring to 
ignore his operations this side of California. 

Upon every occasion when the question of the Texas Pacific 
is agitated Mr. Huntington takes positive pains to inform us 
that the Southern Pacific of California is a distinct organiza- 
tion, and independent of the Ceutral Pacific; yet with rare 
frankness this gentleman tells us that “some of the more 
important shareholders in the Southern Pacific are at present 
also shareholders in the Central Pacific; the solution of which 
is discovered in the apparent confidence reposed in Mr, Hun- 
tington, who as Vice-President of the Centra] Pacific appears 
this side of the Atlantic as the agent and attorney of the 
Southern Pacific Railroad; but in reality, if his directory at No. 
7 and 9 Nassau street can be relied upon as correct, then Mr. 
Huntington is the President of the Southern Pacific as well. 

The truth of the matter is, the Southern Pacific extensions 
of the Central Pacific secure the perpetuity of the present 
monopoly, and whould that grasping organization succeed in 
ite selfish designs, the subjugation of this great Southern rail- 
way enterprise in the hands of its enemies would shortly bring 
about the same state of affairs now existing in regard to the 
Pacific Mail. Last winter, while the Texas Pacific bill was 
pending before Congress, Mr. Stanford, President of the Cen- 
tral Pacific, appeared before a San Francisco Chamber of Com- 
merce and informed his attentive listeners that just as long as 
there existed the Pacific Mail Company, San Francisco and 
California would always have the benefit of competition, yet 
while making this declaration the Central and Union Pacific 
had the controlling interest of the Pacific Mail carefully stored 
away in their safes. Mr. Huntington now informs us that the 
Southern Pacific Company is prepared to take the land grant 
donated to the Texas Pacific by Government and build us a 
Southern line. Will this assertion and shallow pretence throw 
the people of the country off their guard? It is easy to per- 
ceive that a non-compliance with the terms of the charter 
would forfeit the land grant, and with this would end 
the dreams of a real Southern Pacific Railroad. If, 
with the prestige, reputation and confidence enjoyed 
by Colonel Scott and his associates, these parties 
under the existing depressed condition of financial affairs are 
failing to secure a favorable loan upon their enterprise, whereon 
they have already, out of their own private fortune, expended 
ten millions of dollars, I am very loatb to believe that any Cal- 
ifornia railroad magnates will share a better fate, unless, in- 
deed, it is proposed to extort the money required for its con- 
struction out of the pockets of the people of California, which 
is readily effected by an additional advance in fares and 
freights; and which, if carried into execution, would forever 
prevent a healthy system of competition. Indeed, so far as the 
Texas Pacitic is concerned, it is to the opening up of this thor- 
oughfare that our commercial cities and the States of the 
Union will be forced to turn, in order to secure, or even main- 
tain, a portion of the Oriental, Australian and India trade; as, 
by the Texas & Pacific road, 1,500 miles of water and land 
transportation can be saved. With the Suez Canal now under 
complete control of the English authorities, and the present 
high and combined rates ruling between the Pacific Mail and 
the Union and Central monopolies, it requires no prophet to 
tell us that we will rapidly lose a trade for which nations have 
always been contending; hence our self-preservation demands 
immediate action favorable to the construction of the Texas 
Pacific. Davip FELSENHELD, 
Member of the Committee of 18 appointed by the St. Louis 

National Railroad Convention. 





Sketch of the History of the ne Theory of Elasticity 
and of its Application to Bridge Building. 





To tax Eptror oF THE RarLRoaD GAZETTE: 

The immortal Galileo in his dialogues (1638) published his 
investigations on the strength of materials, to which his mind 
became attached on occasion of a visit to the arsenal of Venice. 
Galileo supposed solid bodies to consist of inextensible parallel 


nds | fibres, and explained flexure of beams as taking place around 


fulcrum lines situated in their upper or lower surfaces. The 
action under flexure by this supposition would be the same 








as the one represented by the accompanying figure, in which 





the forces p 1, p2, ps3, acting on levers 0a 1, 042, oa 8, are 
counteracted by the load working on its lever. The fibres of 
this body being inextensible, their total action would be pro- 
portional to the cross section of the beam multiplied by one- 
half of its height. 

This hypothesis is known to be incorrect, but was sufficient 
to lead Galileo to estimate the strength of a beam as being pro- 
portional to the breadtn and to the squareof its height. He 
also derived therefrom the law that a cantilever beam of uni- 
form strength and loaded at its extremity and hence of least 
material should have variable depths so that its elevation ap- 
pears in the shape of a parabola. 

From this notion Galileo further deduced that indeed nature 


ing to this law of least quantity of material for the purpose. 
Finally he argued that the elliptic section of hollow bones is 
actually the strongest form in which they can be built with the 
same amount of material. 

Galileo made no experiments, and he erred when he conclu- 
ded that a beam for a uniformly-distributed load of uniform 
strength and equal width, when resting on two supports, must 
be designed in the shape of two parabolas joining in the center 
of the beam. This would only be true for a concentrated load 
in the center. 


The Frenchman, Blondel, followed up these researches, and 
proved that uniformly-loaded beams must be shaped to follow 
the curve of an ellipsis. This was about the year 1657, when 
he communicated with the Swede, Wurtrius, who seems to 
have been the first experimenter on the strength of beams. 

Galileo’s pupils, Grandi, Marchetti and Viviani, continued his 
researches; but the first great step after him was made by 
Mariotte about the year 1680. Experiments with pipes led him 
to the conviction that Galileo’s theory could not be correct, 
and that his formula must be altered. He arrived at the con- 
clusion that the materials must be considered extensible and 
elastic, while Galileo had taken the fibers as inextensible, 

According to this notion, still supposing the fulcrum of flexure 
of a rectangular beam in its upper or lower surface, its strength 
must be considered proportional to one-third of the square of 
the height. This result was obtained by Leibnitz, who devel- 
oped Mariotte’s notion. Leibnitz had noticed the deflection 
which occurs with any beam, and thereby found Mariotte’s 
hypothesis to be corroborated. According to Leibnitz, the ex- 
tension and the strain of a fiber are the greater the farther its 
distance from the fulcrum, which he still supposed in the lower 
surface of the beam. The notion that the extensions of fibers 
under flexure are proportional to their elastic strains originated 
with Mariotte and Leibnitz. 

English writers usually ascribe it to their countryman Hooke, 
who in the year 1766 had published the result of his experi- 
ments on the action of coiled watch springs in the anagram, ul 
tensio sic vis. 

The very intricate nature of the strains of these springs un- 
doubtedly was unknown to Hooke at that time, as it was to 
everybody else; nor did he measure any extensions; and if he 
had done so he would have spoken of extension, but not of ten- 
sion, What he meant, probably, was that the degree of wind- 
ing up of these springs is proportional to their initial force. 
At that time the axiom was not yet understood that mechani- 
cal effect is equal to its causing force, and it is rather probable 
that it was this law that Hooke found true in the special in- 
stance of a watch spring. Indeed, this law generally was first 
expressed by the French philosopher Varignon, who in the 
same year, 1687, independent of Newton, discovered the law of 
the parallelogram ot forces and motions. 

Therefore we cannot but give Mariotte credit for having first 
conceived the law that the extensions of fibres are proportion- 
al to their strains. 

Mariotte was a member of the Academy of Sciences in Paris, 
and discoverer of the similar law with reference to elastic fluids 
(air), and also made interesting experiments on impact of elas- 
tic (ivory) balls, well-known to everybody from school lectures 
on natural philosophy. 

Mariotte, finally, was the discoverer of the law that a beam 
resting on two supports, but fixed rigidly at the ends (en- 
castre), can stand twice as much as if it were freely sup- 
ported at the ends. 

James Bernouilli seems to have been the first experimenter 
on the extension of strings. Using twisted strings, his results 
did not fully agree with Leibnitz’s mathematical results. 

But he made the next important step in the theory of flex- 
ure, namely, that of considering the compressibility of fibers 
in combination with extension: Thus he was led to the dis- 
covery of the neutral axis within a bent beam, and therefore 
brought the problem of transverse strength into that shape in 
which it is given in our text books. 

Already in the years 1694 and 1695 Bernouilli (Acta Lipsie) 
had treated the elastic curve, but did not succeed in his efforts, 
so that this very interesting problem remained to be solved by 
that master in analysis, his countryman Euler, of Basel, who 
in the year 1747, being member of the Academy of Berlin un- 
der the reign of Frederick the Great, completely overcame the 
difficulties. (Euler: De Ourvis Elasticis.) 

Thus Leonard Euler gave us the theory of the elastic curve 
and of flexure in precisely the form in which it is represented 
in text-books, and later was used by the great French engineer, 
Navier. 

Just as in all other branches of science, it is not to a single 
man that can be given all the honor of having brought for- 
ward this new science of elasticity, but a great number of 
learned menof various nations at the same time occupied 
themselves with the same question, and step by step the prob- 
lem was developed and brought to greater perfection. 

Numerous experiments were made to test the deductions of 
preceding mathematicians, new conclusions were drawn from 
those already made, and the immense advantages gained in 
the exact sciences by the differential calculus, prepared 
by Huyghens and worked out by Leibnitz and Newton 
and by the integral calculus, invented by Bernouilli, 
aided the inductive method to an extent which can hardly be 
over-estimated. 

Of course it was but natural that the inductive as well as the 
deductive methods should be abused, but criticism followed so 
quickly that errors made by experimenters were goon detected 
by mathematicians, and analyses founded on unsound supposi- 
tions were corrected by searching experimenters. 

Among the savants who devoted much time to experiments 
were Buffon in France (1740 and 1741), who determiaed the 
coefficient of elasticity of many substances; Belidor, also in 
France, who experimented on the crushing strength of stones; 
Mushenbrock, of Leyden, in Holland, (1729), who tested es- 
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pecially the compressive strength of very long pillars, which he 
found to decrease as the squares of their heights increase. 

The famous Euler had proposed to himself to solve the 
problem of bodies crippling under pressure, and mastered this 
problem theoretically as far as it is at, all possible. His 
formul», being based upon perfect elasticity, could only be 
correct within the elastic limit, or for such pressures under 
which the permanent sets form only so very small a part of 
the elastic deformation that they can be neglected in theory as 
well as in practice. 

Only under this fundamental limitation are any of our 


brought the theory of elasticity into that elegant form and pre- 


seems particularly well adapted. ” 

That part of the theory which was known in Navier’s time 
constitutes what may be called the elements of the new sci- 
ence. In these it is supposed that all bodies, according to 
Galileo’s idea, are composed of parallel fibers. Navier,on the 
contrary, was the first mathematician who considered material 
homogeneous in all directions, such as well-hammered wrought 
iron or good cast steel. He by means of analysis examined 





The determination of the strains acting in skeleton trusses is 


sented it with that clearness for which the French language based only on the very first principles of statics, and was a very 
| easy task for the well-trained mathematical minds of our days. 


In this regard, Mr. Whipple in this country, Culmann, Schwed- 
ler and Ritter, in Germany, can be said to have exhausted this 
subject. 


Finally, it must be mentioned, that Professor Culmann, ox 


| Zurich, using the polygon of forces advanced by Varignon and 
| used by Ponoelet, in France, built up a perfectly new branch of 


engineering science by treating the problems of statics graph- 


the reduction of area of a bar when subjected to tension or ically. Similar steps in this direction had been made by Max- 
pressure, and arrived at the conclusion that in case of tension | well and Rankine in England, and by Mohr, in Germany. Cul- 
appreciable portion of the total deformation, no part of the | there exists a lateral compression one-quarter of the value of | mann’s work on graphical statics constituted an epoch in this 
theory of elasticity can any longer be applicable. the tension, and vice versa, there exists an equa) amount of | new direction; his lectures attracted the admiration of his 
Euler’s valuable investigations on the compressive lateral tension with bars under compression. scholars, and his deductions were worked over and partly ex- 
strength of long pillars made part of his studies on elastic; Navier also examined torsion, and found the torsional or tended by others. 
curves, and were first published in the Annales de ? Academie of | shearing modulus to be 4-10 of that for direct strain. Helike- As far as direct experiments on the practical value of 
Berlin in the year 1757. Euler treated the elastic curves under | wise proved that each shearing strain is combined with ten- 


formule correct, and as soon as the permanent sets form an 
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the supposition that, the deformations being small, the projec- 


tions of these curves can be considered as equal to their actual 
lengths. The same supposition in this century was made by 
Navier towards simplification of the catenary, which under 
this supposition can be treated as a parabola. 

In Euler’s investigations on the crippling strength of columns, 
compression and flexure were combined, and he arrived at the 
rule that the strength decreases as the square of the length 
increases, which rule Mushenbrock had found to be correct 


for, very long pillars. For short, and for thin hollow | theoretical result, which was experimentally examined by |ment to answer the demands of practice. 







sional and compressional strains, whose maximum values are 
| found in lines making 45 degrees with the shearing strain. 
These maxima Navier found to be 134 times as large as the 
shearing strain itself, so that, indeed, a shearing strain equal 
to 8,000 pounds per square inch would be accompanied with 
tensile and compressional strains of 10,000 pounds per square 
| inch. 

The famous French mathematicians, Poisson and Cauchy, 
* the German Professor Dienger arrived at the same 


materials are concerned, the labors of Barlow, Fairbairn, 
Hodgkinson, Brunel, Kirkaldy, in England; Duleau, Bornet, 
Love, Morin, Brix, Lagerhjelm, Karmarsch, Gerstner, Eytel- 
ivein, Styffe, Sandberg, and others, in France, in Germany, 
America, Sweden, etc., partly made by individuals, partly un- 
der direction of governments, completed, corrected and 
multiplied the results and figures obtained by previous 
| experimenters. 

| Recently most valuable progress has been made in the man- 
ner of carrying on experiments and in their proper arrange- 
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PLAN OF TRACKS AT THE CENTENNIAL BUILDINGS. 


pillars, Euler's expression is not more correct, which Mushen- 
brock, by later experiments, soon discovered. Indeed, this 
exception must be expected, so much depends on the uni- 
formity of material, on its hardness, on the originally more or 
less perfect form of pillars, further on workmanship, detail 
connections, or the mode of bringing the directions of pres- 
sures more or less near the center line of gravity of a pillar, on 
friction upon the supporting surfaces, on the nature of the 
bearing surfaces, &c. &c. 

Euler investigated another problem of the greatest difficulty, 
namely, the pressures imposed by a load on four supporters of 
a plate. 

This is one of the highest problems of analysis, including the 
theory of continuous girders. 

The famous French mathematician, Lagrange, followed Euler, 
and arrived at the same expression for compressive resistance 
of long columns. 

The number of experimenters increased towards the end of 
the last century and in the beginning of the present one. 
Experiments on the ultimate tensile resistance of wood, iron 
and steel, on ultimate extensions, on the contraction of areas, 
on the coefficient of extensibility (moduli), on flexure and tor- 
sion, were executed and compared by engineers, natural phil- 
osophers, and architects of all civilized nations. 

Thus we find the principles of the theory of elasticity ready 
to be applied in practice before a single wooden or iron truss 
bridge had been built, so that it must be evident that without 
this knowledge sought and found by those learned men the 
high state in which the practice of construction is found to-day 
could not possibly have been attained. 

One very important part was left to be done in this century ; 
namely, that of bringing the new science from the collections 
of academies of science into technical school-rooms. 

In this regard the engineering profession is deeply indebted 
to the famous Navier, who in his celebrated works on the elas- 
ticity of solid bodies, and in his memoir on suspension bridges, 


Regnauld and by Wertheim. Their experiments, however, 
seemed to show that the factor 4 is not perfectly correct, but 
that % to 1-3.6 would rather answer the reality. 

Probably the substances on which they experimented were 
not perfectly homogeneous in all directions, for these were 
rolled or drawn, asiron in pipes or perhaps unequally cooled as 
in glass. 

According to theory, the modulus of shearing strains is equal 
to 400-1000 of the modulus of direct strains, while Wertheim 
found for sheet iron on the average 393-1000, which seems, 
however, as nearly equal the theoretical result as can be ex- 
pected. 

Cornu, in France, by the use of the laws of optics, has exam- 
ined the coefficients with glass prisms under flexure, and 
found on the average the theoretical quotient 4%. These re- 
sults agree, we may say, sufficiently with the complete facts 
and conclusions given us by one of the most reliable practical 
experimenters, namely, Woehler, of Berlin, who, after experi- 
ments on the life of iron and steel, found the durability under 
tensile strains correspond with that of shearing strains of only 
8-10 of the value of the tensile strains. 

For Krupp’s steel, Woehler found the sheiring modulus 
equal to 390-1000 of that for direct elasticity, which result de- 
viates only 1 per cent. from Navier’s theory. These results in- 
deed, are sufficient to give confidence in the correct application 
of the laws of elasticity found by the great natural philoso- 
phers of the last and of the present century. ; 

What else had been done in science previous to the com- 
mencement of iron truss and bridge-building consisted of sim- 
plifications of the old formul#, in which respect Clapeyron in 
France must be named. 

Further, the Frenchmen, Lame and St. Venant, have scien- 
tifically continued the-labors of Navier, and especially have ex- 
amined flexure and torsion under the consideration of shearing 
strains and of lateral contraction and expansion. The late 
German Professor Clebsch has continued their labors, 





Woebler stands first, and next to him Bauschinger, of Munich. 
Professor Bauschinger’s experiments on low and high steel will 
form the subject of a farther communication. 

O. Benprr. 


The Railroad Tracks at the Centennial Grounds. 


The accompanying engraving exhibits the arrangement of 
the tracks constructed at the Centennial Grounds by the Penn- 
sylvania Railroad Company, under the direction of the Engi- 
neer of Maintenance of Way, Mr. William H. Brown. The 
proposed method of using them is as follows: All the passen- 
ger trains from Jersey City, Trenton, Philadelphia and Balti- 
more, as well as from the main line, will enter the station from 
the sauth end and unload their passengers as soon as they are 
clear of the switches. After the trains are unloaded, they will 
pull around the circle, taking the right-hand track, and back- 
ing into the siding, where they will remain until it is time for 
them to depart. 

When these trains are to be loaded again, they will draw 
around the curve and enter the passenger station from the 
south end, as before, receive theif passengers, and take the 
left-hand circular track, passing under Belmont avenue bridge 
on No, 2 track, keeping entirely out of the freight yard until 
they reach Mantua Junction, or West Philadelphia, Trains in- 
tended for points on the main line will be loaded in a like man- 
ner, but in departing from the passenger station they will use 
the track marked for that purpose. One of the advantag«s of 
this plan is that the trains all run in the same direction, which, 
if properly managed, will render “butting collisions” impc ssi- 
ble. 





It is intended to have the depot for departing trains fenced 
in such a way as to prevent passengers, either from accident or 
design, getting on the wrong train. 





—Mr. Henry Seyfert “head of the widely-known iron firm of 
Boyfert, McManus & Uo,, of Reading, Pa., died in that city 
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LOCOMOTIVES OF THE PRESENT AND OF THE 
FUTURE. 


A number of editorials, published in Engineering ten 
years ago, and evidently written, though perhaps hastily, 
by the brilliant Zerah Colburn, contain various prognos- 
tications of the directions in which improvements may be 
looked for in the design and construction of locomotive 
engines. Among the changes anticipated were the man- 
ufacture of solid rings of boiler plate which could be used 
without longitudinal seams, hollow axles, balanced valves, 
cushioned tires—that is, tires with some substance more 
elastic than metal interposed between them and the wheel 
centers, and affording a bearing for the former, as in the 
Griggs wheel; higher steam pressures and the conse- 
quent use of the compound principle, the more general 
use of steel in construction, and the utilization of the load 
to create adhesion. 

It is perhaps too early to tell which of these anticipa- 
tions will or will not be fulfilled; but at the present time 
none, excepting that relating to the more general use of 
steel, have been fulfilled, and even of that there are many 
who still doubt whether the prophecy isa true one. Solid 
boiler rings have, so faras we know, never gone beyond 
the experimental stage. Hollow axles are in the 
seme category, and all we hear of them is 
that ‘‘a company” has for a number of years 
been working a patent which apparently would do 
everything excepting make axles. Balanced valves have 
been like the scribes and Pharisees who, if without fault, 
were to cast the first stone: ‘‘they went out one by one, 
beginning at the eldest, even unto the last.” Cushioned 
tires are no more extensively used to-day than they were 
when Colburn wrote. The increase of steam pressure has 
been very slight, if any, from 120 to 130 being the maxi- 
mum in this country. The application of the compound 
principle to locomotives, although the subject of several 
patents, has not, we believe been put into actual use, and 
the utilization of the load to create adhesion has not been 
thought of for a long time, as locomotive engineers have 
learned that, excepting for engines to run at exception- 
ally low rates of speed, the weight of the boiler and 
the machinery will afford as much adhesion as it is 
possible to supply steam for. 

The question naturally occurs then, in what direction 
has there been any improvement in locomotives, or has 
there been none in the past ten years? Considering that 
the cost of running and maintaining locomotives is about 
20 per cent. of the whole expense of operating railroads, 
and that their efficiency has a direct influence on nearly 
all the train expenses, it must be regretted that there has 
been so little improvement, that locomotive engineers 
have been so barren of invention and so indifferent to all 
reform. Since the adoption of the link-motion—if we 
except perhaps the use of injectors, the value of which is 
only now beginning to receive tardy recognition in this 


. | there are very few indications of any improvements which 


3 have always been made that way, and ‘‘have given no 





-| will it be in the consumption of fuel. A locomotive, 


country—‘‘there has been no.improvement in those fea- 
tures of plan and construction which involve broad prin- 
ciples of science or even of the science of mechanics.” An 
improvement, it is true, has been steadily going on in the 
design and construction of the details; better pro- 
portions and more convenient arrangements have 
been adopted; but generally these improvements have 
reference only to the convenience of handling, either 
in working or repairing the engine, to the appearance or 
to the cost of manufacture. As it is so happily expressed 
in the quotation above, in ‘‘the science of mechanics” 


are the result of deductions either from a high order of 
purely theoretical or from empirical investigations. The 
details of locomotives are made ‘‘ about so,” because they 


trouble ;” or are made ‘‘a little heavier,” because at some 
time they have been found to be too weak. 

It would be very interesting and profitable to know what 
the cost is of carrying each additional ton of dead weight 
on a locomotive. That is, suppose a ton of pig-iron to be 
loaded on the foot-board of an engine, what will be the 
whole additional cost incurredin running 100 miles? What 
if two tons were added ; three, etc.? We areinclined to 
believe it would be less than is sometimes supposed. On 
the other hand, suppose that instead of putting the ton, 
or two or three tons extra weight in useless pig-iron, it is 
put into the boiler, so as to increase its capacity; instead of 
being useless and a source of expense, it would be the re- 
verse, because it may, we think, be accepted as an axiom 
that, within practical limits, the larger a 
locomotive boiler is, the more economical 


therefore, with this extra weight might be more econom- 
ical than without. What we want to call attention to is 
the fact that every pound of useless metal employed in 
the construction of the parts of a locomotive is a source 
of expense, whereas it might be made the means of re- 
ducing expense, if the necessary skill were exercised in 
designing and propo:tioning the parts so as to get the 
requisite strength with the least weight. In the construc- 
tion of bridges, where the first cost of the material alone 
is so important an item, the best method of proportioning 
the parts has assumed almost the character of a distinct 
science, with a literature of its own. The aid of the most 
abstruse mathematics has been invoked, the subtleties of 
calculus and the abstractions of graphical delineation are 
all sought to determine the best form and proportions 
into which the materials can be wrought to produce the 
best results—that is, the greatest strength with a given 
amount of material, or the requisite strength with the 
least material. It is quite true that the material itself 
employed in the construction of a locomotive forms a very 
insignificant portion of its cost; but if it be so employed 
as to make the machine less efficient, the ultimate expense 
growing out of the continued loss may be very much 
greater than that resulting from unskillful design ina 
bridge, in which the first cost is the only expense. 

It should be remarked, too, that the necessity of employ- 
ing the science of mechanics in the design of locomotives 
is apparent, if we remember that it has been found neces- 
sary aud profitable to give the most profound investiga- 
tion to the strength of bridges, which are exposed only to 
statical strains acting in one general direction. If this 
problem requires the exercise of such profound investiga- 
tions, the dynamic and thermic strains which act on the 
parts of a locomotive must present very much greater diffi- 
culties, and therefore make it a field for the exercise of the 
very highest order of theoretical mechanics. The usual 
plea is that a little extra iron costs only a few cents a 
pound, and it is therefore best to err in the construction of 
locomotives on the safe side, because if it is too strong no 
one will ever find it out. This may all be quite true, but 
when the machine is finished it will be what might be 
called a reproductive source of expense. Some years ago 
a number of locomotives were built for a Western road, of 
which the complaint was made that they had not adhesion 
enough. To remedy this the builders, in constructing the 
next lot for the same road, put a cast-iron foot-board 
weighing several tons on the back end of the frame. The 
result very naturally was that the engines then could not 
make steam enough to utilize this extra adhesion. The 
cost of the additional pig iron put into the foot-board was 
comparatively trifling, but the railroad company has 
doubtless since then paid at least a thousand-fold its first 
cost, through the diminished efficiency and economy of 
the engines. 

Take, for example, so simple a problem, comparatively, 
as the proportions of a main connecting-rod of a locomo- 
tive. Whether it should be heaviest at the centre or at 
the back end seems yet to be a disputed point, and the 
relative proportions of its parts is a subject apparently too 
refined for consideration. The only reason we ever heard 
assigned for the pracice of making them heavier at the 
back end than elsewhere was given by a master mechanic 
who said that he had observed that about nine out of ten 
which were broken were fractured at the back end. 

We do not mean to say that all the proportions of all 








the parts of a locomotive can be determined by theoretical 


deductions—probably, very few of them can with cer- 
tainty—but there can be no doubt that such investigations 
would indicate how the former may be improved. One 
of the evils of making things too heavy is that 
it never is found out. The pound or the ton of useless 
metal is not only carried backward and forward for 
years and over thousands of miles of road, but like other 
errors and evils, reproduces itself in new engines. Now 
the province of science is to find out what is useless. The 
weak places may safely be left to practical experience for 
discovery, but the dead weight must be eliminated by sci- 
entific research. 

In making these suggestions, we do not wish to under- 
value the teachings of experience in indicating points of 
weakness. The first duty of a locomotive is not to break 
down, and if it have not that virtue all the rest is nought. 
We know of a superintendent of machinery of one road 
who is keeping a record of all the breakages of parts of lo- 
comotives, with sketches of the broken parts when needed. 
The practice cannot be too highly commended. If to the 
report could be added photographs of the broken parts, it 
would have very great value; but while such records 
would teach us how to make things sufficiently strong 
they ought at the same time to furnish a sort of negative 
guide to enable us to reduce unnecessary weight with 
safety. If, as an example, it were found that rocker shafts 
2% in. in diameter broke occasionally, it would be very 
clear that it would not be safe to diminish them in size. 
If, however, the rocker boxes never broke, and if, as often 
happens, they are made enormously heavy, it would indi- 
cate the possibility of reducing the weight of the latter 
with safety, which careful calculation might make certain. 

There is reason to believe, too, that in this country the 
design of the locomotive has been regarded too exclusive- 
ly with reference to facility of repairs. The reason for 
this is very natural and grows out of the fact that those 
in charge of locomotives on most of our railroads have 
been promoted from subordinate positions in the repair 
shops of the road. Very naturally, therefore, the first 
thing which they consider is whether the work which they 
have been accustomed to do can be done easily and 
cheaply. Now, this is all very right and proper within 
certain limits. In Europe, where this influence has per- 
haps not the same force that it has has here, engines are 
built often apparently without any reference to ease of re- 
pair, and some of them are as difficult to take apart as a 
Chinese puzzle. But if an engine is built in a cer- 
tain way only because it is easier to repair in that way, 
without any reference to the service it is to perform, then 
what should be only a means toan end is put in the place 
of the end itself. Engines are not built for the purpose 
of being repaired ; they are built to do work, and the 
main question should be, will they do their work easily, 
and not can they be repaired easily? Of course, other 
things being equal, it is best to make the parts so that 
they can be repaired without much difficulty or ex- 
pense; but the study of locomotives from this 
point of view alone has, we are inclined to believe, 
been carried too far by American master mechanics. Be- 
sides this, all locomotive manufacturers have regarded 
cheapness of construction, and have looked too steadily, 
perhaps, at that point. Now, what is needed is a more 
careful study of the various functions which a locomotive 
must perform, and their relations to each other. This is a 
more complicated and difficult question than appears at 
first sight. A locomotive consists of an organ, that is, the 
boiler, which produces power in the form of steam, other 
organs which use power, or the cylinders and their ap- 
pendages, and another which applies the power, or the 
wheels and running gear. Now, in designing a locomo- 
tive the advice of Ruskin about reading books, should be 
keptin mind. The advice was, to remember that if we 
read this, we can’t read that. So of a locomotive: if we put 
the weight here, we can’t put it there; or if we give the 
space to this, we can’t give it to that. The thing to do is 
to devote the space and the material to that which will 
produce the maximum results. If we make large and 
heavy wheels and cylinders, we must make a light boiler. 
The question is, then, where will the weight and material 
give the best results? What is the value of a large grate 
surface compared with a large diameter of boiler? How 
much more efficient would a locomotive be if the furnace 
were widened out the full width between the driving- 
wheel flanges? How much _ cylinder capacity 
should there be for a given amount of adhesive 
weight and size of wheel? What should be the proppr- 
tion of the grate to heating surface and of the latter to the 
weight and speed of the engine? All of these questions 
involve considerations not of fancy but of the relation of 
the vital functions of the machine; and yet we believe 
that they frequently receive less consideration than is 
given to the means provided for removing a piston or 
taking out a pair of driving wheels. Engines are built 
with big driving-wheels because they look well, when the 
person ordering them has perhaps never given a thought 
to the relations which exist between their size and the 
other parts of the engine. A different arrangement of 
springs would make it possible to widen the fire-boxes of 
nearly all American engines about six inches, or over 15 
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per cent., thus increasing the capacity of the very vitals 
of the engine in that proportion, and yet this is never 
done here (excepting on the Boston & Albany Railroad), 
because it makes it more inconvenient to repair or take 
down the springs. Now it is not said that the common 
practice is not the best, but it should be adopted only 
after the most careful consideration of the value of that 
much additional reom in the fire-box and in the grates, 
and we doubt whether such consideration is ever given 
to it. 

It is, of course, impossible for any person, unless he bea 
prophet, to anticipate the inventions which will be made 
in the future to improve locomotives. An entirely new 
departure may be at hand; but at present it is not ap- 
parent. The indications are that the improvements will 
be simply in the proportions of the parts and organs, and 
that this will or can be brought about by careful study and 


the application of scientific investigation to the design of 


the parts of these machines. 








THE ERIE REPORT. 


We publish elsewhere an imperfect summary of the re- 
port of the Erie Railway Company for the year ending 
with September, 1875, which has this week been returned 
to the State Engineer and Surveyor. This report is made 
to comply with the form required by the New York 
statutes, which is imperfect in many particulars. The 
company, however, has made several specifications where 
only general statements are called for, and there is much 
information given not usually contained in reports to 
stockholders, much of which were introduced last year, 
when apparently the first serious attempt was made to 
have the report accurate, 

Our summary gives the funded debt in a lump. The 
official report adds in a foot note a detailed statement of 
the different issues of bonds, with the dates at which they 
mature. This list agrees with that published in Mr. 
Jewett’s statement to the shareholders of May 13 last, ex- 
cept that the amount of the convertible sterling loan was 
then given as $4,580,000, and is now reported as 
$4,457,714. There is the additional information, never 
published before, we believe, that $71,000 of first-mortgage 
bonds bear 7} per cent. gold interest (the rest 7 per cent. 
currency); and the statement of last year, reducing the 
average interest to currency, at the rates of premium for 
gold and of sterling exchange actually paid, is repeated, 
thus making the burden of interest charge intelligible at 
aglance. This average currency interest was 7.64 per 
cent. for 1874-75, against 7.36 per cent. the previous year. 
The funded debt appears increased by the last report, but 
the amount added was already negotiated at the date of 
the 1874 report. 

The report makes plain that the company’s default last 
July was not primarily due to a decrease of earnings, but 
chiefly to the increase of burdens. The traffic has fallen 
off, and so have the earnings, gross and net; but after all 
only slightly. It is the growing bulk of interest charges 
unaccompanied by an increase of profits that has wrecked 
the company. The falling-off of traffic has been but 3 per 
cent., and just about the same in freight and passengers, 


and the decrease in gross earnings was but 5 per cent. But 


this has been attended bya decrease of 6} per cent. in 
working expenses, which gives a reduction of $884,600 in 
expenses to set against a reduction of $921,150 in receipts, 


so that the decrease in net earnings has been only $36,500 


—hardly appreciable in comparison with the whole 
amount. 

About three-fifths of the decrease in gross earnings 
is due to the decrease in traffic, and two-fifths to the 
decrease in rates. Most of it—$1,450,000—wus in freight, 
and a million dollars of this loss could have been saved if 
the average rates of the preceding year—itself remarkable 
for low rates—could have been maintained. The test of 
economy in working, and the criterion for comparison with 
receipts and profits in previous years and on other lines, 
are to be foundin the earnings and expenses per unit 
of traffic, which we have calculated, and present below. 

The receipts, expenses and profit per ton and per pas- 
senger per mile, in cents, were : 


——— — 1,951 0.276 
Passengers {ist — 2.813 2.001 0.813 
Freight.... .: : : : : gaa 0.180800 


Here we see a reduction all around, but the reduction in 
receipts is so much greater than the reduction in expenses 
as to bring down the profit considerably—12 per cent. on 
Passengers and no less than 35 per cent. on freight, This 
is a process which did not begin last year, however, as a 
comparison with the figures from that year with those of 
1872-73 will show: 





. Expense. Profit. 
— 3 ee 

1815... 0.949 0.260 
Freight .... } 1973 1.036 0.418 


With freight rates equal to those only two years before, 
therefore the profit per ton per mile would have been 0.245 
cents greater last year, and the net earnings would have 
profited by this to the amount of $2,500,000. A decrease 
in the average rates received, however, has always been 
probable, though one so rapid and so great could hardly 


















































have been expected. It was to prepare for this that the 
company needed large expenditures for improvements. 

Considering the condition of the road—that is, its lack 
of double track and terminal facilities, and its exceptional 
gauge—it has certainly been worked very cheaply. In 
1873-74, the New York Central, with all its advantages, 
expended 0.85 cents per ton mile, against the Erie’s 0.95 
this year ; but it makes a much better showing on pas- 
senger traffic. The Pennsylvania Railroad in 1874 carried 
at an expense of ®.71 per ton per mile, and the difference 
between this and the Erie’s rate of expense would amount 
on the latter's traffic last year to $2,400,000, and at the 
Pennsylvania's rate of expense on passengers it could 
have saved $600,000 on this branch of traffic also, with no 
more business than it had last year. But with the means 
now at command, the road has been cheaply worked. 
The reduction in expenses appears to be partly due to 
the better average freight-train load. The entire work, 
passenger and freight, was done with a reduction of 4 per 
cent. in train mileage, the traffic having fallen off but 3 
per cent. 

A consideration of the working expenses in detail would 
be worth attention, but we cannot give it this week. We 
will only say that there is a saving of about $450,000 in 
maintenance of road-bed and track (an increase for rails), 
an increase of $220,000 for repairs of bridges and build- 
ings (which includes the replacing of several burned 
structures in more durable material), and a decrease of 
$352,000 in maintenence of equipment. 

The total expenses of the year, including interest, etc., 
are given as $1,353,000 more than the income. An in- 
crease of $920,000 in the cost or road and equipment 
makes this less unfavorable than it appears. 








Some Comparisons Between American and Foreign 
Railroads. 


Last week we presented an ‘an analysis of the report of the 
German Railroad Union for the year 1873, which gives a 
view of the condition and cost of the German and Aus- 
trian railroad system and an account of its operations 
for the year in question. Some months ago we compared 
the American and British roads. With the information 
now at hand we propose here to make some comparisons 
of British and German railroads with those of the United 
States asa whole, so far as we have collected statistics for 
the latter, and in some particulars of the workings with 
the railroads of some of separate States. 

For the country as a whole, we have to depend on the 
last issue of Poor’s Manual, in which the reports are for 
the last fiscal year of each railroad for which a report had 
been published previous to May last; for Great Britain the 
Board of Trade Report for 1874 furnishes the figures; for 
Germany, Austria and Hungary (all included under the 
head of ‘‘German”), the report of the German Railroad 
Union for the year 1873. 

For these we have the capital invested (stock and debts), 
earnings, expenses and profits per mile of road as follows : 


British. German. American, 
Capital ........................... $180,440 $95,422 $54,394 
Gross rocoipta.................... 17,531 11,860 6,678 
Passenger earnings..........+++++ 7,365 3,278 1,809 
Freight earnings........+..-+s00 9,469 7,520 4,869 
Working expenes..............·· 9,649 6,572 4,246 
Net earnings........-+eceeeeveees 7,882 4,788 2,432 


The gross earnings amount on the English roads to 9.71 
per cent. of the capital; on the American, at the valuation 
in the table, to 12.28 per cent.; on the German, to 11.9 
per cent. 

Below we compare some of the proportions : 


Amer- 

ore oat ‘ 

Expenses to DGB... eeeeseees Y 63.58 
Gross earnings to capital......... 9.71 11.90 12.28 
Net earnings to capi coccccs OM0 5.00 4.50 
er to total earnings .. + 42.01 28.86 27.09 


The German roads thus: appear to be the most profitable, 

earning a ninth more on the capital invested in them than 
the American roads. Their proportion of passenger earn- 
ings is nearly the same as the American, while the British 
is immensely greater. In capital, earnings and expenses 
the German roads are intermediate between the American 
and the British. 
For comparisons of receipts and expenses per train mile, 
we have to resort to the reports of the separate States, 
ranging from thickly-peopled Massachusetts and New 
York to the comparatively new State of Minnesota. 
figures obtained per train mile are as follows: 





t. Ex . Profit, 

Great Britain ..0000ccccccccecccscsoscccscccce ‘sinh 3 0.697 
German oe 0.641 
0.531 

ieee 0.514 
Michigan 1 Lilo 0.640 
cosescccovcccecccoecoe PPTTTTITT Tite J 0. 

DEBROBOE. 00 ccccceccccccccce coccscceecoces 1,868 1498 =. 0.3870 


Here the amounts for Great Britain and Germany 
have been reduced to American currency on the basis of 
112} as the price of gold. Aside from Minnesota, Ger- 
many has the largest,reccipts and the largest expenses per 
train-mile. Great Britain has the largest profits and Ger- 
many stands next. 

Most interesting, and most decisive as to economy of 
working and usefulness to the community, however, are 
the receipt and expense per unit of traffic—per ton and 
per passenger carried one mile. Unfortunately, the 
British reports give no information on this subject, and 


so our comparison of results in our States can be made 
only with those of each other and with those of the Ger- 
man Railroad Union. These are, in cents in American 
currency. 


't. 

Germany. 1.759 te 
Massach 2.550 ow 
Onion 3 —8 3 
Mi cose 0.704 


— 1.942 = 0.971 


3.006 0,784 

Thus, in all those States, except Kms Me uy where 
the population and traffic is at all comparable with those 
of Germany, the freight rate is very much lower—in 
Michigan only half as great; and in no State is the profit 
per ton per mile so greatas in Germany. In passenger rates 
Germany is much the lowest ; but our passenger rates can- 
not properly be compared with those ot any European 
countries, where most of the passengers travel in the lower 
classes of cars. The average first-class German rate is 
about 3} cents in our currency. In the profit per passen- 
ger mile there is singularly little difference, Leaving out 
Michigan, the profits vary from 0.724 cent on the Ohio 
roads to 0.790 on those of Massachusetts. 

The cheapness with which our roads in well-peopled 
States are worked is remarkable. The American railroad 
is essentially a cheap railroad, compelled to be so by the 
high rate of interest in this country. It has been gen- 
erally supposed that this saving in the interest charge is 
made at the cost of working expenses ; that our cheap 
roads are more costly to work than the dearer European 
railroads. Yet Michigan roads seem to expend but half 
as much as German lines for the cost of carrying a given 
amount of freight a given distance. 

‘the fact that this is done with much higher prices for 
labor, metals, and almost all supplies except timber and 
perhaps fuel, indicates that the typical Americzn railroad 
with its peculiar rolling stock is not only cheap to con- 
struct, but cheap to work. 











Record of New Railroad Construction. 


This number of the Railroad Gazette has information of 
the laying of track on new railroads as follows: 

Portland & Ogdensburg.—The connecting track from the 
Boston, Concord & Montreal at Scott’s Mills, N. H., to the Ver- 
mont Division at the Connecticut River, which is 2% miles 
long, is completed. 

North Pennsyluania.—The Delaware River Branch, which is 
to form part of the new line to New York, is completed from 
the main line at Jenkinstown, Pa., northeast to Yardleyville, 
on the Delaware River, 20 miles. 

Paris & Danwille.—Extended southward 7 miles to a junc- 
tion with the Ohio & Mississippi at Lawrenceville, Tl. 

Chicago, Millington & Western.—The track, of 3-feet gauge, is 
laid from the west city limits of Chicago, at Lexington street, 
westward through Riverside to the east boundary of Dupage 
County, Tll., about 11 miles. 

Wisconsin Central.—On the Portage BPxtension, track is laid 
from Stevens Point, Wis., southward to Plainfield, 23 miles. 

Atchison, Topeka & Santa Fe.—Extended from King’s Ferry, 
Cal., west to Rocky Ford, 154% miles. 

Santa Oruz.—Extended from Soquel, Cal., southeast 14 miles 
to Watsonville, completing the road, which is 20 miles long, and 
of three-feet gauge. 

This is a total of 98 miles of new railroad, making 1,426 miles 
completed in the United States in 1875, against 1,923 miles re- 


ported for the same period in 1874, 3,883 miles in 1873, and 
7,840 in 1872, 








Tue [exas & Pactric Rarway Iwrenest replies to Mr. Hunt- 
ington’s letter recently published in these columns in two let- 
ters, published this week, to which we hardly need to call at- 
tention. Mr. Bond, the Vice-President of the Texas & Pacific, 
and Mr. Felsenheld, of the St. Louis Convention’s committee, 
both object to the acceptance of the Southern Pacific's propo- 
sition chiefly, so far as public interests are 
concerned, on this ground: That the Southern 
Pacific is identical in management with the Central 
Pacific, and that to have a second line to the Pacific controlled 
by the owners of the present line would prevent any public ad- 
van tage through competition, and postpone indefinitely the 
time when a competing railroad could be built. As Congress 
meets again evidently a strong effort will be made to carry 
through the Texas & Pacific proposition, and with more hopes 
of success than seemed possible a few weeks ago, when the Hol- 
man resolution was passed almost unanimously. 


Enis Bonpnoipens, it is reported, have approved, at a stormy 
meeting, the plan of reorganization proposed by Sir Edward 
Watkin’s committee, giving that committee power to modify it. 
The approval of the stockholders, however, is what is most 
important, and no result of a public meeting will be decisive on 
this. Only when they have paid in their assessment of six dol- 
lars per share will they have given effective consent. 














LAKE SHore SrockHoLpers will be delighted to receive a 2 
per cent. dividend, the first for two years, earned by the severest 
economy with the lowest rate ever reported by a great Ameri- 
can railroad—a trifle less than a cent per ton per mile. The 
surplus for the last half year is $1,075,000, which the 2 per cent. 
dividend will very nearly absorb. 








Tue Finest Curva Rarizoap is to extend from Shanghai te 
Woosung, 9% miles, and be of 2 ft. 6 in. gauge. The com- 
pany’s title is the “ Woosung-road Company (Limited).” Mr. 
John Dixon, of London, has the contract, and the materials 
for the road have already been shipped. It is intended to have 





it completed by next July. It is thought that it will attract a 
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large Chinese passenger traffic and be so successful as to war- 
rant the construction of roads for a heavy traffic between the 
more important Chinese cities. 





“Tae Weas or Rats As AFFECTED BY THEIR QuaLity,” Mr. 
Ashbel Welch’s last report to the American Society of Civil 
Engineers, is recommended to the attention of its readers by 
the Belgium Montteur des Interels Materiels, which says of it : 
“Tt is the most practical and the most complete work that we 
possess on a subject of the highest importance, and deserves to 
be studied by railroad engineers as well as by the managers of 
iron works.” 


How “Goods Guards” Work in England. 


A “goods guard ”—about equivalent to an American freight 
conductor—of the Midland Railway writes as follows to the 
Railway Service (el * 

It was reported in Mon fy 

th a 2* near 
yoy ee ioe several concessions—viz., 
day, each day to stand to itself. Sunday time from 12 on 
Saturda: night to 12 on Sunday night, thus 24 hours Sunday 
time to be id for as eight hours per day, independent of the 


"This report bas been read and discussed with much inter- 








that the Great 
g@’s Cross, when 


the Midland goods who have been working as 
3* have been strictly to the hour—viz.: 10 hours 
yer day or 60 hours per week, for a 


ut four zee, Sunday time 
being paid for as above stated after 12 months’ service. en 
we got the first concession it was received with much satisfac- 
tion, and we thought we should never want anything else, and 
the second was received with warm expressions of gratitude. 
But to our —— we soon found that we wanted somet 
else—viz.: each day to stand by itself, All time worked over 
10 hours Y ag day to be counted at the rate of eight hours for a 
day’s work. 

e frequently have to work the 60 hours ina few days at 
the latter end of the week almost without rest, being called on 
daty nine or ten times for a week’s wages. We are changed 
about from one n to another, if the er is likely to cause 
two or three hours overtime to be made, or only 56 or 58 hours. 
A list of trains is made out tor a man to work through the week. 
This man 0 bes 66 cs fm, Cinting that his train 
is due out 8, 9 or 10 a. m., but to surprise he is called up at 
1, 2 or 8 in the mo: . Ha no ready tor early duty, 
we go to work with cold, fe and tour us' 
age, cold tea, and with no of any. Then we get 
a pint of beer in our bottle, but if an or stationmas- 
ter sees us fetch it we are reported and fined 2s. 6d., and cau- 
tioned not to be seen at it again. 

On Saturday there are always several men who have worked 
! 56 or 57 hours; they are called up at 1,2 or 8 in the morn- 
ing to work a short trip on a shun engine to complete the 
sixty hours. man is relieved as sooo as the 60 hours is 
up, thus three or four are called on duty to work 
one engine 12 hours. a man has worked 58 hours and 30 
minutes, he is called on duty at 10 p. m. on Saturday and at 12 
midnight Sunday time commences. If this cannot be man- 
aged, he is called on duty at 10 to ony till 12, if only to walk 
about the yard when no special train 1s required. | In the case 
of men on single trip trains, or what is known as “| out 
trains, if he ag journeys do not make 60 hours, excluding 
Sunday time, the 
ial train, a shun’ engine or a booked train, or come on 
daty several ours —3 their train is due to leave on the last 
outward journe * order to make up thetime. As he has to 


him, he will sometimes have three days’ 
tee io carry obous, Ho will be allowed 15 to 20 hours 
at the foreign station, and the same time for the homeward 
journey. We have men wor! in this way who have not had 


a single night at home for months, 








Injunctions to Railroad Employes. 


Mr. D. W. O. Rowland, the General Superintendent of the 
‘Transportation Department of the Louisville & Nashville Rail- 
road, has issued the following circular to the employes of the 
road ; 

wish to lay before the employes of this department a 
skotoh of the : licy which the company desires carried out 
and in which I earnestly sequent the hearty co-operation of 
every officer and employe in the d ent. , 

Frnst— Economy. e degree of success in every business, 
but especially of a railroad, de on the amount of atten- 
tion paid to economy. I therefore earnestly desire that this 
element have close attention; that the operative force be al- 
ways kept at a minimum consistent with efficiency; that no 
supplies or material be wasted or unnecessarily u and gen- 
erally that everything is done in the most economical manner, 
and every item of expense be cut of. The atten- 
tion of division superintendents, agents and others is especial! 
called to this heading ; they are expected to -retr at 
times whenever they can see an Oppor unity to do so. 

Sxzconp—-Promptness and attention to iness is another 
element indispensable to success, and I desire that it be dis- 

layed by every one in the department; that all correspondence 
S prom) answered, and “hall particulars of the matters in 
the first instance, so as to avoid loss of time and 
taining full information by subsequent correspond- 
ence. Reports o ts and complaints should be rendered 
without delay, as promptitude in dealing with the ties 
affected frequently prevents serious trouble and loss, eight 
for shipment should be dispatched without delay, and con- 
signees of freight notified promptly as per rules in local freight 


Tarap—Oourtesy. We cannot expect to secure and retain 
business unless we are courteous and obliging in all our inter- 
course with patrons of the road. Employes, therefore, of all 
grades, are required to give prompt and polite attention to 
every one who ap es them for ation, no matter 
how humble the may be, and in a frank and affable 
manner give the Information wanted; or if unable to do so, 
direct them where to go to get it. Be courteous and obliging to 
every one, and ready fo toner information and assistance even 
before it is asked, endeavoring to please everybody you are 
thrown in contact with in the wy of business or when travel- 
ing on the company’s trains, at all times —— any ap- 
pearance of irritation, disputes or controversies with patrons 
of the road, although there may sometimes seem to be cause 
to do so. 


and — become popular and gain the confidence and 
good of trons, and an: done adverse to this 
—— cause him to looked upon as. un- 


desired that of all grades give at- 
her = gt Oi would further add 
and otions due a will 
of es for —* ity 2 

and among the foremos 
‘yualifications necessary to secure a position or promotion. 


bever- | gin 


have to work an early morning train, a | ¢ 


General Mailroad Wlews. 


ELECTIONS AND APPOINTMENTS. 


Baltimore & Ohio.—It is reported that Gen. George B. Mc- 
Clellan is to be Genera] Manager or Superintendent of this 
road. Gen. McClellan’s rail experience was chiefly with 
the Illinois Central and the Ohio & Mississippi, from which 
latter he was appointed Major-General. 

Railway Mail Service.—Mr. Theodore M. Vale, now Assistant 


Superintendent, is to succeei Mr. Bangs as Superintendent of 
Railway Mail Service. 





Utica, Chenango & Susquehanna Valley.—At the annual 
meeting in Utica, N. Y., Dec. 28, the follo directors were 
chosen: Samuel Sloan, John Brisbin, William E. e, Moses 


Taylor, Lewis Lawrence, Miles C. Comstock, Daniel Crouse, 
Hiram Hurlburt, Percy R. 6, Eli Avery, Geo. W. Chadwick, 
Daniel B. Goodwin, Devillo White. 


Memphis & Oharleston.—The operating departments have 
been reorganized and the following. appointments made, to 
take effect Jan. 1: W. J. Ross, Superintendent Transportation 
and Road Department; James A. —5* Superintendent 
Freight and Passenger Department; M. 8. Jay, Ticket and 
Passenger Agent; John B. Gallaway, Freight Agent; Niles Meri- 
whether, Consulting Engineer. e changes made are in title 
only, not in the officers. 


Whee.ing & Lake BHrie,—At the annual meeting in Leesville, 
O., Dec, 21, the following directors (one-third of the board) 
were chosen for three years: 8. B. Bartlett, T. G. Lockwood. 
C. McNeely, 8. Sutherland. The board re-elected Joel Wood 
President; Cyrus McNeely, Secretary; N. Hussey, Treasurer: 
A. K. Robinson, Chief Engineer. 

Atchison, Topeka & Santa Fe.—There is a report that Mr. 
Charles W. Mead is to be General Superintendent. Mr. Mead 
is well known as General Manager of the Northern Pacific 
and was formeriy General Superintendent of the Union Pacific 
and the Hannibal & St. Joseph. 


Cheraw & Darlington.—The follo are the officers posenty 
chosen for the ensuing year: President, Maj. B. D. Townsend; 
directors, W. T. Walters, B. F. Newcomer, R. R. Bridgers, A. 
F. Ravenel, Thomas Frost, C. P. Townsend, J. B. Breeden, D. 
Malloy, W. A. Carrigan, L. M. Coker. 

New York Central & Hudson River.—Mr. George Woodworth 
has been appointed Memeget of the Teltgraph Department, 
with office at Syracuse, N. Y. 

Chesapeake & Ohio.—Gen. William C, Wickham, Vice-Presi- 
dent of the company, has been appointed Receiver by the Vir- 

ia State Court and will take ion as soon as the ac- 
counts of Mr. Henry Tyson, the Receiver appointed by the 
United States Circuit Court, are settled. 

Canada Southern.—Mr. Cornelius Vanderbilt has been chosen 

President, 


Chippewa Falls & Western.—At the annual meeting in Chip- 
ewa Falls, Wis., Dec, 28, the following directors were chosen : 
had. C. Pound, L. C. Stanley, D. E. Seymour, H. 8. Allen, 

A. E. Pound, E. D. Stanley, B. . Reid, J. M. Bingham, V. W. 
Bayless. The Board elected T. C. Pound, President; H. 8. 
Allen, Vice-President; L. C.Stanley, Secretary and Manager. 


PERSONAL. 


—On Christmas day Mr. E. P. Lyman, Superintendent of 

—— of the Chicago, Dubuque & Minnesota and the Chi- 

0, Clinton & Dubuque roads, was presented with a valuable 
gold watch by his friends on the road, 


—Mr. H. R. Torrey, for many years in charge of the Chicago, 
Burlington & Quincy round house at Aurora, [il., but now in fhe 
service of the United States Rolling Steck Company, was mar- 
ried Dec. 21, at Coldwater, Mich., to Miss Mattie E. Hard. 


—The employees of the machinery department of the Lake 
Superior & Mississippi Railroad presented the Master Mechanic, 
Mr. 8. W. Leslie, with a handsome gold watch and chain in St. 
Paul, Dec. 31. 








TRAFFIC AND EARNINGS. 
Railroad Earnings. 


Earnings for various periods are reported as follows : 
Year ending Sept. 30: 








1874-75. 1873-74. Inc. or Dec. P.c. 

Cheraw & Darlington ..... $59,955 $59,379 Inc.. $576 1,0 
EXPeNseS......cseeeeees 36,601 39,269 Dec.. 2,668 6.8 
Net earnings............ $23,354 $20,110 Inc.. $3,244 16.1 
Earnings per mile...... 1,499 1,484 Ino,, 15 1.0 
Per cent. of expenses... 61,05 66.13 Dec.. 5.08 V7 


Two months ending Nov. 30 : 


1874. 
$695,262 


Inc..$123,107 17.7 





Net earnings 


Per cent. of expenses... BB.BL  .icccsee cvccccccccccce 
Month of November: 
Cairo & St. Louis......... sadéew bcetees 
Toronto, Grey & Bruce... 33,653 $31,638 Inc $2,015 6.4 
Third week in December: 
Canada Southern......... $33,926 $27,021 Inc $6,905 25.6 
Denver & Rio Grande..... 8,902 6,745 Ine 2,157 32.0 
St. Louis, Iron Mt. & So.. 122,800 1,328 Ine $1,472 34.5 
Week ending Nov. 23: 
Atlantic & Great Western. $105,171 $97,748 Inc.. $7,423 7.6 


Week ending Dec. 10: 


Great Western............ £17,889 £18,049 Dec... £660 3.6 
Week ending Dec, 11: 
Grand Trunk..........++. £43,900 £43,500 Inc.. £400 0.9 


The Denver and Rio Grande re for 1875 includes $2,097 
construction freight for the Trinidad Extension. Excluding 
this, the increase is only $60, or 0.9 per cent. 


Freight Rates. 

A conference was held in New York, Dec. 80, at which all the 
trunk lines were represented, including the Grand Trunk. The 
meeting was private, but it is said that the Grand Trunk at 
first declined to join in any agreement, but finally consented, 
at an evening session, to come in, on what terms is not known. 
It was agreed to raise the rates on west-bound freight to those 
existing before the trouble about the Boston business, the new 
basis to be 75 cents per hundred for first class from New York 


to Chicago. The change will be made as soon as the details 
can be arranged. 
Ooal Movement. 

For the ending Dec, 31, the coal shipments from the 


Jefferson County (Ala.) coal mines over the South & North 
Alabama road were as follows, December being partly esti- 
mated : 1875, 57,314 tons ; 1874, 88,139 tons; increase, 24,175 
tons, or 72.7 per cent, This increase is due to the development 


of the mines and the growth of the local demand for this coal 
along the line. 





There is to be a general stopping of production in the Wyo- 
ming anthracite region, whic probably continue durin; 
the month of January, the individual operators having agreed 





A eg with the transportation companies in closing their col- 


The New York State Canals. 


The message of Gov. Tilden, of New York, contains the fol- 


lowing statement of the earnings and expenses of the canals 
for the fiscal year ending Sept. 5D ; 


1874-5. 1873-4. Decrease. P.c. 
Receipts for tolls, 
ete............... $1,925,995 63 $2,947,972 91 $1,021,977 28 34.7 





heedes atone 1,467,315 95 1,469,466 83 2,160 88 0.1 
Balance........+ $458,679 68 $1,478,506 08 $1,019,826 40 69.0 
Per cent. of expenses 76.18 49.85 ooee ° 


The Erie Canal earned $1,708,374.72, being $904,889.63 in ex- 
cess of ordinary expenses and »290.86 in excess of all dis- 
bursements, including extraordinary repairs and new work. 
The Champlain Canal earned $110,893.17, which was $25,049.34 
less than the ordinary expenses, and $268,398.23 less than all 
disbursements. The earnings of the lateral canals were less 
by $297,942.58 than the disbursements upon them. 


Buffalo Rail Traffic in 1875. 

The Buffalo Commercial Advertiser says : 

“The beneficial effect of the ex > Ae the International 
Bridge = the railway business of Buffalo is shown by the 
annual statement, published elsewhere, of the movement of 

roperty through this city by rail. Previous to the construc- 

ion of the bridge ve little grain or live-stock was received 
from the West through Ca ; but in two years the business 
has reached large proportions. The receipts of flour over the 
bridge in 1874 reached 219,202 barrels, but this year that route 
is credited with 813,600 barrels. The total import of all kinds 
of grain last year was 4,918,699 bushels; this year it is nearly 
three times as great, namely, 11,937 440 bushels. A similar 
increase is observable in all otner leading articles of commerce. 
The amount of lumber received over the bridge in 1874 was re- 
— at 17,885,000 feet; this year 32,854,000 feet have arrived. 

e increase in the imports of staves is over five million pieces, 

and that in shingles over twenty-three millions. The move- 
ment of wool, cut meats, —* lard and grease is also largel 
in excess of last year’s. e receipts by this route, it sho 
be remembered, include those of the Canada Southern, Great 
Western and Grand Trunk railways. 

‘** The Lake Shore Railroad has not held its own this year. 
The movement in breadstuffs in particular shows a large de- 
cline. The aggregate receipts of all kinds of grain this year 
were only 8,647, bushels; in 1874 they were 21,699,300 
bushels. Those of flour were 650,300 barrels this year and 
1,416,000 barrels last year. In the general traffic there has 
been a corresponding decline. The imports of lumber were 
16,888,000 feet this year and 41,256,000 in 1874. Those of wool 
were 22,612 bales, as compared with 52,971 last year. The 
causes which have resulted in this falling off are various, but 
= loss is principally due to the active competition of the new 


68. 

A large increase is seen in the exports of in to the East 
by rail this year. Of the 73,418,385 bushels of grain received 
here by lake last season 15,010,245 bushels were sent forward 
by rail, Last year the shipments aggregated only 11,381,794. 

is large gain is chiefly due to the increased attention which 
the New York Central and the Erie officials have given to this 
business, Hitherto no special effort was made to develop it ; 
but this year better facilities have been provided, and the 
effect is seen in a, gain of nearly fifty per cent. over last year. 
We have good reason for believing that greater inducements 
will be offered to oe to forward by rail next season than 
ever before. What with the railways and the canal, there is 
no danger thata fair proportion of the western gr move- 
ment will not reach the seaboard via this route.” 


ANNUAL REPORTS. 








Erie. 
The report for the year ending with Sept. 30, 1875, is just 
returned to the State Engineer and Surveyor. 
The figures are: 
1874-75. 1873-74 
Main Line owned (Jersey City to Dunkirk) ..., 459.00 459.00 
BUG TED OWHEE 0000 ccccsescccevcccssccescosie 96.75 96.75 
Branches Leased ...0ccoccccvvccccocccccvcccces 337.43 342.75 
—J 49.32 60.50 
Total road worked 2... .cccccccccoscecccces 942.50 959.00 


The only difference here is a decrease of 16.50 miles in leased 
branches, caused by the difference between the 20.75 miles of 
the Hackensack ranch (now New Jersey & New York Rail- 
road), which the owner now works directly, and the 4.25 miles 
of the new Erie & International Railway, from the main street 
depot in Buffalo to the east end of the International Bridge, 

lus the 11.18 miles of the Paterson & Newark Railroad trans- 
erred from the catalogue of “branches operated” to that of 
‘branches leased,” which makes a similar difference in the 
mileage of “ branches operated.” 

The mileage of track was : 








1874. 
NE IO, ia Sik 0 0be cuneweesevecwdaececs ¥ 
Second track . ° 306,350 
Bide track .... 315.290 
Third rail* ... 114.300 
OUND wis cc rcrascesevcovsenccssesebeeses 1,643,428 1,637,790 


Here the only changes are in the sidings, which have been 
extended 22.138 miles. Much of these si 8 was constructed 
to accommodate the traffic forced over the Rochester Division 
after the burning of the Portage — 

The mileage of road owned at the close of the year was 555%; 
the mileage of track owned, 971.218, Thus the company owns 
about 59 per cent. of the road it works, and just about the same 
proportion of its track; that is, the sidings and double track 
are pretty evenly distributed over the owned and leased roads, 

e weight of rail F yard is: steel, 60 to 67 lbs.; steel-top, 
or silicon iron top, 6744; iron, 50 to 70 Ibs. 

There are 44 engine houses with stalls for 321 engines, 8 ma- 
chine and 8 car repair shops. 

The equipment has been reported as follows for two years : 





Locomotives :— 1875. 1874. 
EE MER nos osepeseceesévece éGeavese 239 103 
ER TIP COMAIMOR, 2. cc cccccscccccccccsccccccsce 194 102 
Im bad Comdition..........sseeveceveeccccecees 28 66 

MP o crccccccccccccccccscccccccccccooses 44 36 
MOODS 200.00+609.90bnn00cecsenedscceecen sens 505 505 
Cars :— 
Ast-ClaS® paasenger ............................ 200 
2d-class passenger and emigrant. oes 69 
Baggage, mail and express....... 15 
TEGGRG ORB. 000 cccccscccccccccccececcccccsecs 10,775 


The changes are an increase from 36 to 44 in the number 
reported as ‘broken up,” which means that the company has 
eight fewer locomotives than last year, and that instead of 505 
(reported as the ‘‘number on the books of. the company,”) 
there were last September but 461. The changes in condition 
reported are the falling off of 62 engines last year r in 
* ” condition ; an increase of 92 of those in “fair” con- 
dition, and an increase of 38 of those in ‘‘bad” condition. 
Unless, then, raising 30 locomotives from bad to fair condition 
is equal to the destruction of 8 in bad condi- 
tion and the falling off of 62 from good to fair condition, the 
motive power would appear to have depreciated during the 


* Two miles of third rail are counted as one mile of track. 
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If, as is probable, the difference between “bad” and Tases:* 1874-15, 1873-74 ted in a general during which the Clerk 
fair” is intended to be equal to that between “fair” and | In New Jersey on equipment.............. $19,887 33 29,208 29 | Joel Foster, escaped with the * page ode — 
the eight engines broken —— —— “4 Ta Penne on —— Maas Pi hatte Pree” 13 ene oes ~ i. directors, 4 — 
tween 30 in good pene oes condition. : May, 1888 to July, Seta ceeeccessenee 81,635 14 20,819 24 whose election will, of —— be contested. a wine 
Pe es this property, the company owns large amounts of $100,972 47 $151,640 75 trouble is an attempt of the Central Vermont to gain contro 
e stocks and bonds of other corporations some other : ons a8 of the road, whose construction it fought against and delayed 
property which the form of report stipulated by law does —38 oss as long as it could. 
The entire property is represented by the following: Summarizing, we have: 4J ras rae Ric anne Gilman, Clinton & Springfield. 
Capltal stot... enn — Total TOCCHPU. er eseses sesessses cones G1TOTT.T46 49 $18,500,000 76 | «i commer — — aay Ste cond 
stock..... J cove 
Ss ee eee — gc Total expenditures....+....+-+++ -s++++ 19,030,011 26 18,584,763 15 | ion and 95.000 new ties have been laid, —* wien ies 
Floating debt.... 1,421,641 83 2,552,203 34 Dec. 1,130,561 51 Surplus........... REN AR Mp food Hees 2 VI $14,135 61 —— Many of * * have been repaired, and 
one oBecaveason cape rn ess . ee e ’ 
Total ..... $142,230,365 83° $134,665,927 34 Inc. $7,564,438 49 —S rates —— ——— in cents, ‘with the Westinghouse brake, ene” 


The average rate of interest on the fanded debt, reduced to 
currency, was 7.64 per cent., at which rate it amounted (on 
the dobt at the close of the year) to $4,146,367. 


The amount of stock and debt per mile owned are ; 
1875. 1874. 

_ Yr ‘ —R «$155,604 $155,604 
Funded debt............s0sess00s $008 esses 97,4 82,009 
Floating debt........csseccceseeccccscccsseosce 2,008 4,574 

Total........+. — «Sees ⏑ $249,277 
Increase (4.87 per cont.)............... — 13, 

While the stock and debts reported amount to $142,230,366, 
the itemized report of cost of road and pment gives the 
total cost as $115,995,946.63, which is $920,045.76 more than for 


e pr li ear. 
@ chief item in this increase is about $453,000 for freight | } 


cars, which is due chiefly to the purchase of the cars formerly 
leased at an exorbitant rent from the Jefferson Car Com § 
The changes in cars are a decrease of two first-class and two 
second-class passenger cars, an increase of 18 baggage, mail 
and express cars, and an increase of 499 freight cars. e in- 
crease in the cost allows about $800 each for the freight cars, 
but the purchase was made as a settlement of a suit. 

There are increases of $76,500 for graduation and masonry; 
$57,000 for bridges; $262,000 for su; tructure, ineluding iron; 
$92,800 for stations, buildings fixtures, and 0 
small amounts in several items. 


The work done for two years has been : 





Train mileage— 1874-15. 1873-74. Inc.or Dec.  P.c 
Passenger ........ 202,392 3,269,941 Dec 57,549 1.8 
ae eee 4065, 9,863,760 Dec 458,736 4.6 

OPA 12,607,416 13,123,701 Dec.. 616,285 4.0 

Passengers carried. . 5,052,855 4,223,130 Inc... 829,725 ... 

Passenger mileage... 155,396,804 160,204,125 Dec.. 4,807,321 3.0 

Tons carried........ K 943 6,364, Dec 124,333 


‘Tonnage mileage. ...1,016.618,060 1,047,420,288 Dec..30,802,188 2.94 
The average train load was, then : 


Passengers, MUMDET..........eeeeccveseccsceecs . 
Freight, Cons. . cece cvocescosccvccsccccccccevese 108.1 106.2 


This shows a decrease, but only a very slight one, in the bul‘ 
of the traffic—a trifle less than 3 per cent., nearly the same in 
passengers and freight; and this work was done with a train 
—— -~ by 4 per cent., showing a more effective handling 
of the traffic. 


The receipts for this work were: 





1874-15. 1873-74, Inc, or Dec, P.c 
Passengers.. $3,461,304 31 $3,705,574 06 Dec... $244,269 75 6.6 
Freight ..... 12,: 87,399 85 13,740,042 44 Dec...1,352,642 59 9.8 
Expenses ... 503,953 40 526,487 83 Dec... 22,534 43 43% 
—— 400,656 73 389,005 71 Inc 11,651 02 3,0 
Rents ....... 64,826 21 41,846 24 Inc... 22,979 97 55.0 
Miscellaneo’s 158,718 10 195,942 48 Dec... 37,224 38 190 
Total from 
railroad.. $16,876,858 60 $18,598,898 76 $1,722,040 16 .... 
From other sources:* 
Pavonia Ferry. $219,163 98 
Pavonia Horse 
Railroad.... 24,098 69 
Erie baggage 
express..... 71,020 46 
Weehawken 
docks 66,061 45 
Grand Opera 
House rents. 36,095 26 
Unclaimed fr’t 
& gage. 6,586 64 
Interest on se- 
curities..... 205,625 21 
Receipts from 
claims due 
before Oct. 
2, 1974. 0000 172,236 21 





Total inc...$17,677,746 49 $18,598,898 76 $921,152 27 4.95 
The working expenses were : 








1874-75. 1873-74. 
Maintenance of road and real estate.. $3,321,370 67 $3,485,662 20 
Maintenance of equipment.........- . 2,446,863 53 2,799,102 30 
Operating the road.......s.+.0++ «+++ 6,910,896 85 1,278,973 82 
Total working expenses.......- $12,679,130 95 $13,563,788 32 
Percentage of expenses to earnings. . 16.13 72.93t 
The net earnings from the road were thus : 
1874-75. 1873-74. Decrease. P.c, 
$4,998,615 54 $5,035,160 44 $36,544 90 0.73 
Out of these net earnings were paid : 
Interest: 1874-75 1873-4, 
Interest on funded debt................. $3,761,964 50 
“on Long Dock bonds.........+. 210,000 00 
Guaranteed interest on Boston, Hartford 
& Erie bonds— 
To Delaware & Hudson CanalCo....... 105,000 00 
To Weehawken Docks........+sse+000 ,000 
Weehawken dock mortgage.... .....++ 66,671 93 
Se — — eS 
n outside property, mortgages, etc.. 
Go 4 premiums for gold interest...... 114,247 34 
Interest on mortgage debt............. eveveceece $2,799,805 64 
Other interest........0.scsseseccecvces oeccccccce 165,807 00 
$4,492,677 94 $2,965,612 64 
Rental charges :t 
Paterson & Newark .........-ssssseceees $11,192 62 $11,875 90 
Suspension Bridge & Erie Junction ..... 38,706 66,977 98 
Loss in working Cincinnati, Hamilton & 
Dayton Railroad as Cincinnati en- 
trance of Atlantic & Great Western.... 62,804 gi 61,625 65 
OP PENANG 6 tide sci op db cove ccéccscavione 689,013 717,345 75 
Total rental charges ................ $801,714 86 $847,825 28 





* Not separated for 1873-74. 


| These proportions cannot be compared properly for the two 
* ft the last cae oie ke tae Sapte aniotons included 
ie for ear, whic were 
in the receipts from the railroad. ge 
tWe have placed under this head the amounts paid the Paterson 
& Newark and Suspension Bridge roads, which seem to have been 
leased for certain perce a tee 
———— be less than ——— —— 2 
chasse — pt ae rentals, to 
Separately, as here given. The loss on ‘ 


Dayton is in acco: which the 


1874-75 1873-74. 
First-class hrough...................... occoces + 2,041 2. 
Firet-clags vay . ....................... .2.48 2.755 
ommutation.................... 60. 100 
cue erg PRPOUMA. 050 ccccccccccceccsccccccccece = 1,197 


WAY. .csee 1 1,587 
A calculation shows that the average receipt ton per 
mile was 1.209 cents in 1874-75, against 1.312 in ibrs-74, fhe 
decrease amounting to 0.103 cent. The maintenance of the 
latter rate would have added more than a million dollars to 
the net earnings. 

During the year the numbers of persons killed and injured 
on the road were 106 killed and 203 injured, Of the ki 5 
were passengers, 41 employes and 60 other ms ; of the in- 
ured, 11 were ers, 145 employes and 47 other persons. 
Ten employes were killed and 98 injured in coupling and un- 
coupling cars. 








THE SCRAP HEAP. 


Railroad Manufactures. 

Messrs. Porter, Bell & Co., at Pittsburgh, are building an 
engine for exhibition at the Centennial. 

e Crucible Steel Casting Co ny, of Pittsburgh, recently 
turned out an unusually excellent lot of cast steel reversible 
at for the Phillips & Colby Construction Company. 

e Joliet (il) n & Steel Works s' work in the steel 
mill Dee. 28, for the purpose of putting in new fourteen-inch 
blooming rolls in the place of the old twelve-inch rolls which 
they have heretofore used. In the future they will make three- 
rail ingots instead of two. ‘They will resume work some time 
in the latter part of January. e iron department is now in 
= ses, but will shut down for an indefinite period in a 

ew 8. 

The — Rolling Mill at Phillipsburg, N. J., is closed 
for the present. 

The Indfanapolis Rolling Mill is re-ro! a lot of rails for the 
Louisville, New Albany & fo road. new set of rolls 
for light rails, is to be added to the mill. 

The Pequest Furnace at Oxford, N. J., is to be sold at 
sheriff's sale, Jan. 20. 

The Jackson & Sharp Company at Wilmington, Del., recently 
turned out some sleeping cars for the Lucas sleeping ar Com- 


my. 
Pet he King Iron — ——— at Cleveland, O., is building 
an addition to its wor 

The Franklin Iron Company’s Works, at Franklin Furnace, 
N. J., will not start up as expected and the miners have been 
discharged from the Franklin and Pochuck mines. 

The Cleveland (O.) Review says that the Standard Iron Com- 
pany reports $250,000 assets and $145,355.75 liabilities, the real 
estate and machinery being estimated at $174,202.39. ‘The 
causes of the suspension were too large an investment in ma- 
chinery and improvements ; heavy losses on purchases of pig 
iron made in 1873 ; bad debts made while manufacturing boiler 
plate, which business has been given up, and the general de- 
pression of business. The company offers to pay in full, with 
interest, if extensions for 12, 18, 24, 30 and months can be 

rant 
" Riehle Brothers, of Philadelphia, are now erecting a railroad 
track scale of 200,000 Ibs, capacity and 100 feet long at Cres- 
sona, Pa., for the Philadel & Reading Railroad Company. 

The Scofield Rolling Mil at Atlanta, Ga., has 
the hands of the Receiver, the creditors having en posses- 
sion. They will continue to run the mill, having secured Mr. 
Wm. Goodnow, the late Receiver, as Superintendent, 

The Dickson Manufacturing ay =z ny Scranton, Pa., re- 
cently turned out five locomotives for the Albany & Susque- 
hanna road. 

The Marietta (O.) Rolling Mill is at work on a contract for 
rails for the Helena & Iron Mountain road in Arkansas. 


e Winche Ventilator. 
The ¥ ins ih Cor Ven _ = Gomaney has resolved to 
adopt the Winchell Car Ventilator for all its passenger cars. 
The system consists of an air chamber in the roof of the car 
for securing the admission and even distribution of fresh air 
throughout the car; tors attached to the windows for 
preventing the admission of dust, cinders and rain, when the 
windows are open, and for exhausting the foul air from the in- 
terior of the car. 


OLD AND NEW ROADS. 


out of 








'y relations between the man- 
agement of this road and the le along its line, the St. 
Louis R n ways: ‘Recently Messrs. Walker and Mar- 
maduke of the board of commissioners had a long con- 
ference at the general office of the Atlantic & Pacific road, 
with Oliver Garrison and Mr. Beach, two of the receivers, now 
in the city. Among the results of the conference the receivers 
agreed to make a reduction on the ht for common salt 
barre) to Springfield, from $1.26 to $1, and a corresponding 
reduction dione the line at other its. They consented also 
to make a reduction on wheat to the same point from 35 to 30 
cents per bushel with a like corresponding reduction to other 
points. In “yo to the i on made uf the misconduct, 

ess and discourtesy of empl 
receivers indicated a desire to remove all grounds of complaint, 
and said any charges of misconduct would be inquired into 
with a view of a remedy—even to dismissal of such officers as 
were discourteous and otherwise obnoxious to the patrons of 
the road. This effort of the receivers looks like a move in the 
right direction towards securing a better state of feeling, but 
it should be remembered they are not responsible for the mis- 
deeds and discourtesies of former officials. 


Montpelier & Wells River. 

The annual meeting of this company was held in Mon’ pelier, 
Vt., Jan. 4, there being a very large attendance. There was a 
a 3 contest as to the ownership of 2,000 shares of stock for- 
merly belonging to Montpelier town, which had been sold a few 
days before in pursuance of the vote of a town meeting to J. W. 
Brock, of Montpelier, while another sale was also under 
an attachment deb’, to A. R. Sartwell, of East Cambridge, 
Mass. The Brock party had procured an — to restrain 
Mr. Sartwell from on the stock, claiming that the sale 
was illegal. The Sartwell party moved to the meeting 
for two weeks, until the injunction case be tried, while 
the other party pressed for an immediate election, ‘Lhe ex- 


* Taxes on real estate are included in working expenses. 








t This tax has been contested; it is now abolished, 


ngi 
trains are being fitted with the Westinghouse brake, 


Dividends. 

; have been declared by the following companies : 
Philadelphia & Reading, 24 t., 

Jan. 25. ‘Transfer books 276 * Too. ha terly, payable 


Delaware, Lackawanna & W: R 
payable Jan. 20. estern, 2% per cent., quarterly, 


Paterson & Hudson River (leased by Erie)., 4% per cent., 


— yable Jon. 8, ~ 

‘aterson ma eased . 4 “ * 

nual, payable Jan. 2° a y Erie), 4 per cent., semi-an 
Ber eased to Housatonic), 1 

payable Jan. 10. ©), 1% per cent., quarterly, 


A... noord & Portsmouth, 8% per cent., semi-annual, payable 


1, 
Pittsfield & North Adams (leased to Boston & Albany), 3 per 
cent., semi-annual, payable Jan. 1. 

PA ny nal (l to Boston & Albany), 2% per cent., pay- 
Delaware, 3 per cent., semi-annual, payable Jan. 1. 
— r * — e Jan. 15, 

ew Yor nee t. 
payable Jan. 10, ven Or Sen quran, 


densburg & Lake Cham 2 - 
™ on —** plain, 2 per cent., semi-annual, 


Shore & Michigaa Southern, 2 per cent., semi-annual, 


Quebec Feb. 1. @ 
peo are road. Se, uth Shore roads in the Province of 


Quebec, that is the lines south of the St. Lawrence River, to 
which subsidies have heretofore been granted, are as follows: 

1. Ph , Farnham & Yi from Yamaska to 
Phillipsburg, upon Lake Champlain, near the Province line. 
It passes through St. gs 7y near which point 10 miles are 
graded and the track la It is 100 miles in length, has a 
gauge of 3 feet 6 inches, and is laid with a 86-pound rail. It 

8 a subsidy of $4,000 mile. 

2. Montreal, Portland & Boston, from St. Lambert to the 
Province line, passing 2* — West Farnham, Stan- 
bridge and Frelighsburg, a distance of about 55 miles, It is 
entitled at present to a subsidy of $1,000 per mile. This road 
was formerly known as the contreal, Chambly & Sorel, and is 
to be the Montreal connection of the Portland & Ogdensburg. 

3. Southeastern, trom West Farnham to the Province line, 
with a branch from Sorel to a point of intersection with 
the main line at Sutton Junction, an entire distance of 160 
miles, The trunk line has been completed for two or three 

ears, and has a subsidy of $1,000 per mile, The branch line 

om Sorel bas a subsidy of $2, per mile. The branch is 
nearly finished from Sorel to Acton, and the rails are laid from 
Acton 16 miles. 

4. Missi id& Black River,from Richmond to the Province 
line, near Richford, in Vermont, where it will form a junction 
with the Vermont Central, a distance of 55 miles, About 20 
miles are ed, but no part of the road is in operation. It 
has a subsidy of $2,500 per mile, 

5. Waterloo & Magog from Waterloo to Sherbrooke, through 
Magog, 85 miles, of w ich a few miles are graded. lt has a 
subsidy of $2,500 per mile. 

6. Quebec Frontier, eunning clone the Province line, through 
the counties of Huntingdon, apierville and Missisquoi, a dis- 
tance of 70 miles. It has a subsidy of $2,500 a mile. Nothing 
has been done on this road, and the subsidy will probably be 
withdrawn in February. 

7. al, from Sherbrooke to Levis, or it may con- 
nect with the Levis & Kennebec, as the company may choose, 
The charter covers a distance of 100 miles, of which 41 miles 
from Sherbrooke are built. It has a subsidy of 4,000 a mile. 
This road was formerly the Sherbrooke, Eastern Townships 
& Kennebec. 

8. St. Francis & Megantic International, from Sherbrooke to 
the Province line on the State of Maine, a distance of 80 
miles, of which 27 miles are built and in use. It has a subsidy 
of $4,000 a mile. 

9. Levis & Kennebec, from Levis to the Province line on 
the State of Maine, a distance of 60 miles, of which 40 miles 
are built. It 1s to connect the city of Quebec with. the Eastern 
a and the Maritime Provinces. It has a subsidy of $4,000 
a mile. 

10. Baie des Chaleurs, extending a distance of 180 miles 
down the lower St. Lawrence. It has a money subsidy of $1,- 
500 and a land grant which the —— decided to accept in- 
stead of the increased subsidy of $2,500 per mile. Nothing has 
been done on this road beyond a partial survey, 

An effort is being made to secure additional subsidies for 
80a of these Jines as an offset to the aid granted to the North 
Shore, the Montreal, Ottawa & Western and other roads north 
of the St. Lawrence, 


Meetings. 

The following companies will hold their annual meetings at 
the times and places given : 

Delaware, at the company’s office in Dover, Del., Jan. 18, at 


1 p. m. 

Wilmington & Western, at the office in Wilmington, Del., 
Jan 10, at noon, 7 
Internal Revenue Taxes on Railroads. 

An bal Roveps is to w =} with a view of securing the 
[+ age me of any internal revenue taxcs that may have become 

ue during the period in which those taxes were levied, and 
have not been paid, The various taxes referred to are as fol- 
ome, wane me during which they were —* 

‘ax 0 r cent, on gross passenger receipts. t. 1, 1862, 
to June 90, 1864. —— re re ‘ 
Tax of 24% ee nent on gross receipts, from June 30, 1864, to 
—* 1, 1870. eipts from mails were exempt from July 31, 


Tax of 5 ig cent, on interest, dividends and undivided profits, 
from Sept. 1, 1862, to Ang. 1, 1870, 
Tax of 24% per cent. on interest, dividends and undivided 
profits, Aug. 1, 1870, to Dec. 31, 1871. 

A number of treasury officials will be detailed to make the 
examinations. 


Ohicago, Milwaukee & 8t. Paul. 

Notice is given that this com 13 take up at par and 
accrued interest the La Crosse ilwaukee Division 8 per 
cent. extended bonds, on presentation at the company’s office, 
No, 68 William street, New York, on and after Jan. 3. Interest 
on these bonds will cease May 1, 1876. The amount of these 
bonds by the last report was $781,500. 

The contractors, Harrison & Green, who are building the 
new tunnel at Tunnel City, Wis., on the La Crosse Division, 
have so far completed their work that a construction train 





| passed through Dec, 30, in six months and four days after the 
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Branch from the terminus at Far Rockaway, N. Y., to 
— three miles. " : 


Pagis & Danville, 1 10 tho Ohio & Missiesippl at Lawrence- 
ville, Hl, 21 miles south of Robinson, the late torminus, and 


miles from the northern terminus at Paris. The first regu- 
lar passenger train from Paris ran th to Vincennes, Ind.,, 
Jan, 1, using the Ohio & Mississi; from Lawrenceville 
to Vincennes. No further of the road is probable 
for a long time to come. 
Valley, of Ohio. 
Another special m: of the stockholders is called for 
Feb..1, to vote on the of auth the execution of 


® new mortgage on the road and the issue o ds under said 
mortgage. 


Delaware 5 Bound Brook. miles from the Delaware 


at 
—⏑ ⏑ ———— 
su com: D ess 
central junction southwestward and from Pennin in both 
directions. The question of the Mercer & Somerset crossing at 
Hopewell is not yet settled, but commissioners have been ap- 
pointed — the + aa Court, who were to meet this week and 
arrange matter, 

— 
injunction over the ware a e 
wi be announced at the next term. Meantime the bridge has 
been completed and is now about ready for use. 


Boston Ooncord & Montreal. 

Surveys are being made for an extension of the Fabyan’s 
Branch from Fabyan’s, N. H., to the foot of Mt. Washington 
and the terminus of the Mount W nm Railroad. The dis- 
tance is six and it is said that work will ——— 
of abranch from Fabyan’s 










in|and interest paid to first-mortgage 


mile of road. The’average cost of the road and equipment 
bondholders from other 

sources than earnings has been over $60,000 per mile. * * * 
“It is obvious that all that is needed to make this road a 


St. Paul and an extension of the & St. Louis road 
south from Carver would supply it with the wheat it could 
handle, while such roads would develop a competition in the 
interior districts of the State which w regulate freight 
rates far better than by any arbi legislation. But in the 
meantime the settlement and wheat development of the re- 
ions tribu to the St. Paul & Sioux City and St. Paul & 
ific railroads is progressing with such marvelous rapidity 
that the overflow from these districts will in a year or two 1m- 
mensely swell the receipts of the Superior road.” 
Oanadian Pacific. 

The surveying parties working eastward from the Pacific and 
westward from the Red River of the North have met and the 
line of surveys across the continent is complete. The meeting 
point was in latitude 53° 6’ 36’’ north, longitude 118° 2’ 45’ 
west. From present appearances, however, it is not likely that 


any further use of these surveys will be made for a good while to 
come. 


Detroit River Tunnel. 

Notice has been given that application will be made to the 
Canadian Parliament for a charter to py fa a@ company to 
build a tunne) under the Detroit River at Amherstburg. 
Pacific, of Missouri. 

Under the Missouri lien law of 1873 a number of claims for 
materials and supplies furnished for this company and the At- 
lantic & Pacific are being filed with the Secretary of State of 
Missouri. The largest claims are those of the St. Louis Car 
Wheel —— the Springfield Tron Company and the Litch- 
field Car Manufacturing Company. Ihe law —" this fil- 
ing with the Secretary of State by the circuit clerks. 


Michigan Oentral. 
The semi-annual statement for the six months ending Nov. 
80, gives the earnings for that period as follows: 











— 


cially into the transactions of Messrs. Rice and Haralson while 
receiyers. The bondholders contest the validity of the receiv- 
ers’ certificates issued by these ies, of which $400,000 were 
sold and $700,000 hypotheca for advances. It is charged 


productive investment, and to give it its 4 r rank as the | that many of them were not sold, but were issued in payment 
naturai outlet of the wheat exports of the State, is to bring it | of claims which should not have settled at all, or which 
into connection, by a system of tributary or independent lines, | had no lien upon the road superior to the first mo e; that 
with the great wheat districts of the State. aM road south from | the receivers were interested in some of these claims; t+ the 


thecated certificates were not negotiable instruments at 
, and could not legally be used in this way; that many of the 
advances made were on usurious terms, and were made by the 
receivers themselves and their associates. Opposition is also 
made to claims of $116,000 for counsel fees and $240,000 for 
lands in Chattanooga sold to the company by John C. Stanton. 
Erie. 

At an adjourned meeting of the lish holders of Erie se- 
curities in London, Jan. 4, Sir Edward Watkin moved that the 
plan of the committee be adopted, subject to such modification 
of the details as the committee may think necessary or expedi- 
ent after consultation with President Jewett and the repre- 
sentatives of the American bond and stockholders. A resolu- 
tion was adopted unanimously directing that a committee be 
appointed with power to carry out the plan, and that Gov. Til- 
den be requested to act as referee or arbitrator, to decide all 
questions that may arise in its completion and execution. 

Another cable dispatch says of the meeting: “It was both 
crowded and ill-tempered, and much m erstanding evi- 
dently existed. Sir Edward Watkin said that ten millions of 


h 
a 


pounds ster had been squandered. The —— has 
claims amounting to four millions of pounds against three 
English firms. Much had been squandered in stock exchange 


operations in endeavoring to sustain the market. It was pro 
posed to call a court of arbitration in America for the purpose 
of settling all disputes. Governor Tilden would be asked te 

reside over the court. Mr. Ayres dissented from the commit- 
tee’s plan, saying that he considered it tantamount to present- 
ing the company with a half a million of pounds, and he pro- 
posed the alternative scheme of raising a million of pounds on 
the first lien bonds, with 7 per cent. interest, redeemable in 
ten years. After an excited debate the amendment was with- 
drawn, and Sir Edward Watkin’s proposition was finally adopt- 
ed. The chairman said that the money subscribed would not 
be allowed to get into the hands of American lawyers. 














in the spring. is also talk Receiver Jewett’s reports for September, October and No- 
southward to the Franconia Mountain range. — 44 — a. * vember have been filed with the Court. For September and 
Lake Superior & Mississippi. Working expenses......... 2,383,876 2,288,375 Inc. 96,501 43 —** — — is as follows: — — 
The St. Paul (Minn.) Pioneer-Press of recent date says:| wot carnings............ $999,342 $1,396,195 Dec.$346,853 26.0 tn oa “freight. 225222220007 '§2;796, 358 98 : 
ne have — a advance —ã— of J. P. | interest account .......... 804,247 032 Inc. 60,217 6.7 “ econ astens 850,216 22 
8) Presi 0 Lake Superior Railroad — “ ail and tel BD cose 106,340 12 
Company, submitted a few days ago to a meeting PP the board| surplus.................. $155,093 $682,163 Dec.$307,070 68.2 Se ee” ee 
of directors. This road hes thus far proved an unprofitable in- | Per cent. of expenses...... 70.67 GB1A  TNDi CEB) 188 | Train . 53,152 
frankly states some of the obvious reasons fot tis roalt fi | inrouph rates: dus othe competition of parallel ine, and the | esevers cotenes iv oc int pl... ako 0 
ie rough rates , less amount paid...... ‘ 
was constructed under the belief that, as it furnished the | jow ce received for Grand ‘Trank freight. : Receipts earned before Receiver’s appointment....... 29,665 04 
shortest and cheapest outlet to lake — —— # large portion | ‘The debt of the company is as follows: I ae $4,418,447 74 
<> est eae the aly we * ge —— —— — bonds. ua — — balances, pay-rolls, supplies, sal- soleil 
p t road touch ret-mortgage sinking fund loan, 179, SRR oo I rery 479, 
reat & tural ts of the State, which are penetrated | Consolidated mortgage........... .... 8,000,000 | Iron bridges .. 85,542 
ainly by soa ontolled by Lake —*8 * wheat | Bonds for “equipment — 556,000 — of Xa ee 07a 17 
traffic is ð controlled them. e pendent roads, — — | Interest on DondsS .......scceccceccccoes — 
Total. oocscecerccves sccvccccccsccccccccccvccesccsccscese 11,291,000 | Other interest...... ....cccccccceccvcecs ,833 34° 
ae eto City —_—- St. —— Less bonds in sinking fund.... ........................... , 601,000 — ...... —— — 
lange —— an ee Si ot! BMI — $10,690,000 | Paid on matters secruing ‘before Hecetv- 
reed kee'a large share of the flour produced there during the MM iain vss ccna dan sua bhhchaeeean abaatat Gna? _ 964, —* — — walling — — 
atx — Aj F *8* —— ——— the gronter Abate | Total debt... -+.ssssseseseecsesssrssesessseesereseeees $11,654,440 — — 3,976,675 98 
8 con 6 we lines. wing The floating debt increased $194,424 during the six months, —— ae 
* — ur par ee * Lag by the railroads the — eing mainly due to the purchase of steel rails —V —— 4 —— **26*2*2 . * . $441,871 81 
? recently made. . 
Railroads, Busbels. ’ Bi IN as 54 0s0:k<esetenGanecoas — 
144,456 Ogdensburg & Lake Ohamplain. ener agg nw ——— — $441,871 81 
Minneapolis & St. Louis ....... .44***24*********4***** * 231,958 | ‘The directors have declared a semi-annual dividend of 2 per “ PASSENGETS.........005 352,027 44 
St. Paul & Pacific .....+..++++. i cent, on the common stock, which is a reduction from the usual “ telegraph ..........+6. 3,827 96 
St. Paul — City "gt Paul, : Snub nee 8 per cent. and the amount ($30,000 semi-annual) will be ap- $2,075,266 88 
on cago, Mil am . o* : ——— * i 908° 084 propriated towards the payment of equipment bonds matoring Fo yen ara aes — 600600000.00000060500600000609. 046 —* = 
¥ DN Te ovat cla ccashcsnoceatencacacesas 046,875 nh two years. e terms 0 @ lease W: e Vermont | Roce ‘efi before Re-eiver’ Mia a te Rear cept ——— 
—— Mian Drier incite ne aketsshsoneaueons tbs Hornet} Central the rate of 8 ber cent, er annum, instead of 7 cent. ipts carned before Re-eiver's appointment...... 92,589 4 
Lake Superior & Mississippi...........++++ Pevcece eevcceces ,644,000 | now paid, commences March, 1876, a i ag te bln $2,584,825 47 
: ‘ Traffie balances, pay-rolls, supplies, sal- : 
Total ...... — ——— 20,774,282 | North Wisconsin. aa — 1,006,900 98 
Janation There is a rumor that Mr. Jacob Humbird, the principal | tron bridges............................ ” 98/157 97 
ware popes Bog — small —* —2*— owner of jem ay —* —* * — * to some —— Ww e Purchase of snes and CaPs............ 54,985 33 
. | are interested in the St. Pau oux City road, an at wor nterest on bonds .......... 96,915 00 
= — goes to the lakes by its cheapest and most natu on the — wi be resumed, Nothing definite is known omer interest...........+. os = 
“Mr, Isley thinks the building of the branch railroad from | about the matter, however. Taxes ....-. ST AAR LOR BTA 8,818 33 
White Bear to Stillwater was an unprofitable investment; and| 7 444 Shore & Michigan Southern as ath aE 185,000 00 
though the rental has been reduced to $20,000 per annum, he Prado = e ‘A held in New Yor, Jan. 5, the fol. | 2M40" matters accruing before Receiv- 
doubts whether even at this rent it can be made remunorative, |_ At ® meeting of the board he | in New York, Jan. 5, the fol- er’s appointment ........0.....00+. 151,115 43 
as all wheat over it comes from points where strong | !owing statement was submitted: i — 2,066,653 85 
competition F sing and where it can be sent down the Mis-| The operations of the road for the six months ending Dec. 31 — 
—* —— Chi: than Stillwater is to Duluth. He | Were as follows : MOOD WP DORIA, 0.00 6p: 00n 00st etc ccenncccnccacacs $518,171 62 


sissi 

caret the money expended on this branch had been used in 
extending the road south of Minneapolis or in building a road 
south from St. Paul into the wheat fields of the State it would 
give the road a larger supply of wheat at better rates of trans- 


portation. 

“ The whole ht passing northward over the Lake Supe- 
rior & road amounted for the year, we suppose, 
ending Dee. 1, to 86,559 Ly a which 24,000 tons were 
wheat, 51,562 tons , and 25, 
grain other than whest. The freight 
amounted to 89,663 tons, of which ebout 33, 
coal, salt and other merchandise received at Duluth; 19,759 
tons of wood for St. Paul, and 82,705 tons of lumber—leav- 
ing but 8,699 tons of way traffic, of which the Northern Pa- 
senenl sg eed ioe eng tale te partle velwromn 

resent y_8e' ere 0} . e between 
Duluth and St.Paul wi ten miles of nok 

* Mr. Isley thinks that after a few years, when the pineries 
on the upper — are exhaus a large lumber traffic 
will pass over the from the St. River. The pine on 
the —— lands is estimated at 1,000,000,000 feet, of which 
500,000,000 are on the St, Louis River. But to make these pine 
lands available a branch road from the Northern Pacific Junc- 
tien to Knife Soues 0 Sitoetane of ge ates is necessary. 

“The receipts of the railroad for the year 1875 will be about 
$525,000, while the tures be about the same, leav- 
ing nothing to provide for former liabilities or the interest on 
the bonds, The receipts are $80,000 less than in 1874, owing to 
the depression of the lumber trade, while the expenditures 


southward 


have been on account of renewals of tracks and bridges. 
© He shows, however, that the receipts of the road per mile 
are equal to average of those in Minn 


esota, —— 
as 


for example t 13 
vile for the year ending June 30, 1878, on the oad from it, 
ul to Sioux Mr. Isley concludes that under these cir- 
t that the stockholders cannot be ex- 
company sufficient 
‘est will 


tons of merchandise and |: 


GrOGh GMFNINGS. 000 ccscccrcccvccccccccccssccedeccssscesecces 


$7,545,000 
Working expenses and taxes 


5,051,000 


+ $2,494,000 
1,419,000 


CROP R eee ewww we eeee eee eeeeee 


Net earnings 
Interest, rentals 


POUR Ree EEOC SO ETI TICS S ICSC STC rr yy) 


8! 
and dividends on guaranteed stock 


seeeeeee 


As compared with the same period in 1874, there was a de- 
crease ef $873,000 in freight and of $133,000 in passenger earn- 
ings with an increase of $57,000 in miscellaneous, leaving a 
net decrease of $949,000. The loss on freight was caused by a 
diminution of 7.66 per cent. in the volume of traffic, and of 
15.65 per cent. in the prices received. The average rate per 
ton per mile in 1875 was 0,997 cent; in 1874, 1,182 cents. 
e cost of steel rails, in excess of the value of the iron rails 
for which they were substituted, is included in — ex- 
— The amount of steel rails laid on main e, durin 
875, was about 12,000 tons; and the amount of iron rails (lai 
> ally on branch lines) during the same period was about 
,000 tons. The amount of steel rails to be laid on main line 
during 1876 will, it is estimated, be about 15,000 tons. A con- 
siderable mest of the steel rails laid in 1875 having been paid 
for with old iron rails (the full value of the steel being, how- 
ever, included in the operating expenses above svated), the 
money which would otherwise have been expended therefor is 
m hand and constitutes a fund 1 to provi the 
steel rails intended to be laid in 1876. The road, machinery 
and property of the company has been, in all respects, fully 
maintained at its standard high condition. 
The bonded debt Dec. 31, was $36,250,000, against $86,500,000 
* the last report, having been decreased ,000 by the oper- 
ation of the sinking fund. 
The board, after considering the statement, resolved to de- 

ase $ dividend of 2 per cent, for the half-year, to be payable 

eb. 1. 


Grand Rapids & Indiana. 

The trustees under the first mortgage, G. W. Cass and T. A. 
Scott, will receive at their office, No. 53 Fifth avenue, New 
York, until noon of Jan. 15, ** for the sale to them of 
$45,000 of the first-mortgage gold bonds, dated Oct. 1, 1869, for 
the sinking fund, as provided in the mortgage. 


Alabama & Chattanooga. 


In the United States Circuit Court in Mobile, Ala., Dec. 29, 
Judge Woods sitting, this case came up and the arguments 
were opened — Bnagge, of London, counsel for the foreign 
bondholders. . Snagge’s address ed two days, and went 
very fully into the history of the various litigations and espe- 





The total amount of Receiver’s certificates and notes issued 
up to Dec. 1 was $1,536,539.40, of which $750,000 were canceled, 
leaving $781,539.40 —— a net reduction of $40,000 dur- 
ing the three months covered by the report. 


Rockford, Rock Island & St. Louis, 


Receiver Ferry reports for November as follows: 


Balames trams Octobe. occ ccc cscccccccccccccccccccescoccses $52,585 92 
Receipts during Novemhoer............................... 50,622 63 
Us 0 kbo00s 0b000d6ersbcdaidscndcesesenncoeeccsapennes $103,208 55 
Disbursements for November. ........ssseccccscececsesees 90,264 60 
DRAGS DOG. Be ss cesivcvicacccoscvcccsscccssnlecusseve $12,943 95 


Mr. Ferry states that in settling with the Indianapolis & St. 
Louis Company he paid the full amount credited to it on his 
books, and for which vouchers had been presented to him. 
There is, however, a claim for $4,200. originating in 1871, 1872 
and 1873, which the officers of the Rockford Company refused 
to pay, and which was not entered on their books. He further 
says that from the money now on hand and to be collected he 
will have enough to J—— his own bills, amounting to $28,- 
790.75, as well as $18,629 of intervening claims which he be- 
lieves to be debts fairly contracted for supplies. He asks au- 
thority to make these payments. 

The taxes for 1875 are due but the bills have not been pre- 
sented. They must be paid out of the — of the sale or 
left as a lien on the property to be paid by the purchasers. In 
conclusion Mr. Ferry asks the Court to fix a day when/ all 
claims must be —— for final adjudication, so that his ac- 
counts can be closed * 

The Court referred the report to H. W. Bishop, Master in 
Chancery, for examination and report. 


Oonnecticut Valley. 

Regular trains will soon be running on this company’s line from 
Saybrook Point, Conn., northward to Springfield, ass., giving 
that city a second outlet to tidewater on Long Island Sound. 
The line is expected, besides its local business, to develop a 
considerable through traffic, especially in coal and heavy 
freights, and —— are now pending for the establishment 
ofa t coal depot at Saybrook. The length of the line is 
74 miles, which is made up of the 44 miles of the Connecticut 
Valley, from Saybrook to Hartford; one mile of the Hart- 
ford, Providence & Fishkill to East across 
the Connecticut; 21 miles of the Connecticut Central to 





the State line; 7 miles of the Boringteld & New Lon- 
don to the Athol Junction, and one mile of the Springfield; 











Rese) 


_ passes, so great has been the recent growth of the evil. 
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Athol & Northeastern into the city of The rentals 
madras cabaret 
& New London road; $28,000 for the Uonnecticut Central; $2,000 | erside, 








r+) about/land. * — 
for the use of the Hartford depot, and probably $2,000 more for | 11 miles. “The trains of the Utica, Ithaca & to 
ing $03 0 ee ey over the Connecticut, mak- Chesapeake & Ohio. pun dgoeet be Gauaieeta nail mail oa Gate the present 
ee pee pene or about $1,500 per age ee winter, and when completed the cars will run 


ess going north of Springfield will be 
to the Athol — e junction. 
Nashua, Acton & Boston. 

An agreement has been made for the lease of this road to 
the Concord Railroad Company for a period of 10. years on 
terms not made public. e road is 24 miles long, from 
Nashua, N. H., southward to Concord Junction, Mass., where 
it connects with the Fitchburg and the —— — & Lowell 
Division of the Boston, Clinton & Fitchburg. e business 
the road has heretofore been v ht, but the lease is of con- 
siderable local —— as it gives the Concord Compeny 
control of a line of its own out of Nashua and a choice of tw 
routes to Boston. It is probable that much of the Brough 
business from the Concord and the upper roads, of which the 
——— is F outlet, will hereafter go over this road instead 
of the Lowell. 


Free Passes in New England. 


It is said that an agreement has been made by the Boston & 
Maine, the Boston & Lowell, the hee gy and the Eastern 
companies that no free passes shall be issued this year to 
officers of the Federal Government, or of the State, except the 
Governor and Council, or of municipal corporations, to mem- 
bers of the press, hotel proprietors, wage drivers, or for the 
—— of influencing business. It is said that on some of 

he roads as much as one-tenth of the travel has been on free 












































































energetically, and : 
fields and southwestern ——— to 8 and ney 
Syracuse to northern New York and Canada, will be opened 
traffic before midsummer. The line surveyed into Syracuse 
runs from Truxton through the La’ Apulia. 


to 
through Jamesville and DeWitt to the New York Central h 
ards at East § se, and comes into Syracuse over the Cen- 
tracks also over the Syracuse & Chenango tracks, the 
latter giving tne best connections for northern business.” 
Chesapeake & Ohio Oanal. 

Navigation is entirely closed for the season and the usual 
winter repairs have been begun. 
Junction & Breakwater. 

It is said that an extension will be built in the Spring from 
Lewes, Del., to Rehoboth Beach, where there 1s a no sum- 
ae resort and camp-meeting ground. The distance is six 

e8, 


Texas & Pacific, - 


wr as the settlement is completed the road will pass 
into the hands of Gen, W. C. Wickham. Vice-President of the 
company, who has already been — Receiver by the 
Vir, court. It is understood that the foreclosure suit will 
then be to completion, the road sold and the company 
reorga as soon as possible. 

A circular has been issued “% committee consisting of CO. 
L. Perkins, Jesse Hoyt and L. H. Meyer, if upon bond- 
holders objections a; t the oe of r on proposed 

the present management. It is ch that this plan is in 
the interest of the second-m bondholders ; that it pro- 
pene to give them $1,500,000 of the new first-mortgage bonds, 

which they have no right ; that it will give first-m © 
bondholders less interest return than this committee’s plan ; 
that it gives the control of the —— to the junior interests; 
—— it —— ——— Se ce Sy vty oem 

e road canno made nterest on the presen 
amount ; that no provision is made for the old Virginia Dentral | ,, THe Tarrant Oounty Construction Company is making good 
bonds, and that it ignores the just rights of the first-mort- progr terminy —* Vv residen! has 

e. The committee claim that their plan, on the other present ms at — Ford. Vice-President Bond 
Bt ives the control to the frst-anorigage bondholders ; promised that the rails be on hand some time this month. 
* ’ 
that, while reducing the absolute debt, it gives the first-mort- | Eastern. 
gage bondholders a @laim on the net earn in the torm of — have been current in Boston of the discovery that 
preferred stock i it provides for the old liens and the com- | $250, of bonds had been issued in excess of the amount 


letion of the Western connections of the line, and that it | standi the books of . This, h ‘ t 
verictly regards the priorities of all the existing interests. paver x Ve ‘ted. oie CE —— — 


——— minute of Council, the Toronto Globe er See —— George B. Wright, 


says: ‘It will be recollected that, when Mr. Mackenzie as- ; 

Jo office, he found great dissatisfaction existing mn British — * *2 5 ~y ply ng Be og: is 
Columbia in consequence of the failure of the Canadian Pacific Re whats atm he due the a lo will not exceed $138,000. 
—— “ © late —— After — Since the road passed under his control the em loyes have 
negotiations the Canadian Government agr on the sugges- 

tion of the Colonial Secretary, to new terms, of which the most | Pee” Paid regularly » and he has not incurred « liability which 
important were the construction of a local railway from Nana- 
imo to Victoria, in Vancouver’s Island; the ex ture of not 
less than $2,000,000 annum upon railway construction in 
the Provinces, after location, until the Pacific Railroad should 
be completed through the British Columbia section; and the 
completion of the railroad from Lake Superior to the Pacific 
by the year 1890. * * *& 

“The minute of the Council recapitulates the circumstances 
arising out of the ogee agreement or terms of union in 
1871; the mission of Mr. Edgar in 1874, and the new terms 
finally — by both parties as a final settlement of all diffi- 
culties. e minute then calls attention to the fact that ‘ev 
step in the negotiations was necessarily ——— upon an 
subject to the conditions of the resolution of the House of 
Commons passed in 1871, contemporaneously with the adop- 
tion of the Terms of Union with British Columbia, sul uent- 
ly enacted in the Canadian Pacific Railway Act of 1872, and 
subsequently re-enacted (after 9 Meee oe on had been made 
to the rate of taxation) in the 
1874; that the — aid to be given to secure the accomplish- 
ment of the undertaking should consist of such liberal grants 
of land and such subsidy in money or other aid, not creasing 
the then existing rate of taxation, as the Parliament of Canada 
sha!l thereafter determine.’ 

“The minute points out that the course of the Government 
of Canada must be subject to this condition ‘thrice recorded in 
the journals of the House of Commons.’ It refers to the sev- 
eral features of the new terms, and urges that the Vancouver's 
Island Railway is a work essentially local in its character, and 
one, therefore, that should under —* circumstances be 
undertaken by the Local Government. It is then proposed 
that the British Columbians should relieve the Government of 
Canada of the obligation to build the Canadian Pacific Railway, 
accepting in lieu thereof, and as compensation for my ks 
that may take place in the construction of the Pacific Railway, 
a bonus of $750,000, to be applied either towards the local rail- 
way or other public works, Canada also surrendering any 
claim to lands which may have been reserved in Vancouver Is- 
land for railway purposes. If this 1 be accepted the 
Government be prepared to sul to Parliament at its 
forthcoming session the measure n to give it effect. 
We observe that, concurrently with the publication in Victoria 
of these tches the announcement is made of an early 
—— t sd Legislature, 1 * the ——— of 

e nce ave an opportunity of expressing their opin- 
ion on the matter before the Dominion Parliament is called 


t 


Boston, Hoosac Tunnel, Albany & Western. 

A conference was held in New York Dec. 30 ye ney par- 
ties interested in this projected new line from ton to the 
West and the Pennsylvania coal fields by way of the Hoosac 
Tunnel. A number of speeches were — and appointments 
made for future meetings. 


South Oarolina Railroad Taxation. 

The —yoy | General of the State of South Carolina reports 
as follows on the present position of the claims of the State to 
tax the railroads within its limits. 

1. The suits against the South Carolina Railroad have been 
settled by a compromise, which has been confirmed by decree 
of court, The State reduces the rate assessed for past years, 
and the company concedes the right to tax hereafter the line 
from Charleston to Hamburg, and all the property and im- 
provements in Charleston, with all the property derived by the 
present corporation from the old South Carolina Canal & Rail- 
road Company and the improvements thereon, such —— 
aad improvements to be taxed in the —— ot the 136 tax- 
able miles from Charleston to Hamburg to the 106 exempt 
miles from Branchville to Columbia and Camden ; that is, 1 
242 of such property will be liable to tax. 

2. No decision has been gon by the United States Circuit 
Court in the suit to enjoin the collection of taxes from the Sa- 
vannah & Charleston road. 

8. The United States Circuit Court bas decided that the prop- 
erty of the Atlanta & Richmond Air Live 1s exempt from tax, 
and the State has taken an appeal from that decision. 


Santa Ornz. 


The track is now all laid on this road, which extends from 
the port of Santa Cruz, Cal., east along Monterey Bay through 
uel and thence southeast to a junction with the Coast Line 
of the Southern Pacific at Watsonville. The track .s now being 
ballasted and levelled up, and the fencing is done from Santa 
Cruz as far as the Pajaro Slough. A passenger Cepot has been 
commenced near the shops in Santa Cruz, and everything will 
soon be ready for business. The road is 20 miles long, of three- 
feet gauge and is intended for loca) traffic mainly, although it 
is proposed to make a link ina long narrow-gauge line to ex- 
tend from San Francisco along the coast. 


Sonoma & Marin. 


As many men as can be employed are at work in the tunnel 
through the Puerto Suello, and work progresses night and day. 
The material is soft and easily removed. 


Pacific, of Missouri. 

The meeting of stockholders in New York was continued Dec. 
29. Mr. George, of Boston, offered resolutions providing for a 
committee of five to investigate the > affairs and ar- 
range for an arbitration of all differences with the Atlantic & 
Pacific. Mr. Bowman, of St. Louis, made a long address severe- 
43 animadverting upon the present management. He thought 
the real value of the stock was greater than its present selling 
price, if the road were properly managed. He spoke in very 
severe terms of the action taken in November last, when the 
board voted to eee a surrender of the property by the les- 
sees and authorized the President to make a contract accepting 
such surrender as a full satisfaction for all claims under the 
lease. He read a communication complaining of the condition 
of the road, and in conclusion offered the following, as a sub- 
stitute for Mr. George’s resolutions : 

* Resolved, That it is the wish of the stockholders of the 
Pacific Railroad that a separate receiver be appointed for the 


has not been met promptly when due.” 


Montolair & Greenwood Lake. 


The new equipment bought by the new ney ony and the re- 

being e on the road, enable it now for the first time 
compete seriously for suburban travel with other roads. 
Accor oe onasmall scale has been beguu with the 
Delaware. kawanna & Wes and fares between Bloom- 
field end Montclair and New York have been reduced nearly 
one-half, 


Portland & 0; ; 
sins Spiers 


h trains now run daily over the whole line from 
Portland, Me., to Johnson, Vt., a distance of 198 miles. The 
line 18 at — made up of the Portland & Ogdensburg road 
from Portland to Fabyan’s, N. H., 91 miles, whence trains run 
over the Boston, Concord & Montreal branch line to Wing 
Road, 13 miles, then over the main line of the same roid to 
Scott's Mills, eight miles further. Here the line leaves the 
Boston, Concord & Montreal track and runs westward 2% 
miles to the Connecticut River, 114 miles from Portland, cross- 
ing which it meets the Vermont Division in the town of Lunen. . 
burg, Vt. From this point that division is now completed 79 
miles to Johnson, from which point to Swanton work is ac- 
tively progressing. At Wing Road, the junction of the Boston, 
Concord & Montreal main and branch lines, a Y has been put in 
to facilitate the sage of trains, and this road will continue 
to be used until the company’s own line is completed. 

The Montreal, Portland & Boston road, which is to give this 
line its Montreal connection, has secured its subsidy the 
Quebec Government, and work will be pushed as soon as the 
weather will allow. 


Philadelphia & Reading. 

It is announced that McCalmont Brothers, in London, Jan. 1, 
brought owt £2,000,000, ($10,000,000) bonds issued under the 
general mortgage of this company, and that the entire issue 
was promptly taken. The credit of this company stands very 
high in England, where its issues are largely hel 


North Pennsylvania. 

The Delaware River Branch, which is to form part of the 
new line from Philadelphia to New York, has now the track 
laid, and is being made ready for use. It leaves the main line 
at Jenkintown, Pa., nine miles from the Berks street t in 
Philadelphia, and runs northeast, by Huntington Valley, 


> Brownsville and Attleboro to the Delaware River at Yardley- 
Missouri road, and that no person be a as receiver who | UPOD to legislate in the premises. ville, where it meets the Delaware & Bound Brook Railroad 
holds third-mortgage bente, or who is interested in the Atlan- | Daven & 8t. Paul. of New Jersev. 
tic & Pacific Company, and that at as early a day as ica- 


are being made to induce the companies to put in a 
transfer switch at Oxford Junction, Ia., where this road inter- 
sects the Sabula, Ackley & Dakota, freight now has to be 
transferred at that point as there is no track connection be- 
tween the two roads. 


Marietta & North 


ble the Court be requested to order a new election for tors 
of the Missouri Pacific road.” 

Mr. George opposed it in a long speech, but it was carried 
a stock vote of 29,868 to 6,351, the St. Louis County stock, 
shares, being ruled out. The meeting then adjourned subject 
to the call of the Secretary. 


Wisconsin Oentral. 

The track of the branch or extension from Stevens Point 
Wis., to Portage has been laid from Stevens Point southward 
to Plainéeld, 28 miles. The Governor of Wisccnsin a few da 
since inspected the first section of 20 miles, preparatory 
issuing the certificate for the land grant. 


. to be held in ay, Ga., Jan. 6, for the pur- & &t. Louis. 
San Francisco & North Pacific. Lhe gnu Ranged ts to change the ling of this pro. | Oaire & Bt. 
About 125 white men and 225 Chinese are omgtapel on the Jected road 30 that instead of running Ducktown it will . P _— operations for the month of November are reported as 
grading of the branch from Fulton to Guerneville and on the —3 
ri 


nect with the Western North Carolina at Murphy, N. C. 


—— over Russian River. The progress made is not ve Illinois Central. 


Gross earnings ($193 per mile)... .......esceceeeesceeseeess $28,267 66 
—— as it is not thought that the branch, which 
1 


Ordinary expenses (78:90 per coent . ..........:.:... $22,305 33 
miles long, will be finished before next summer. This compen spperte te 2 State —*2* of Binge that ee Remtals, O66,.00...ccccccccccccccccscoccsccsevoers 2486 66 
: earni mon . 81 were $2,- —— 
Central Frotfic. is ‘. * * * 799,953 20, on which the 71 : cent, tax due State was $195,- Total expenses (87.70 per eent . ..................... + - $24,791 99 
is said that work will soon be resumed on the e 4 hich has bee’ in’ \ a — 
from Oakland by Martinez and Antioch to the main linectBen. 506.65, whic m eecury. Net earnings ($24 per milo) ....... $3,475 67 


Wheeling & Lake Erie. 

At the annual ~~ ¢ in Leesville, O., Dec. 21, a motion 
was made that the r from the intersection of the Valley 
Railroad at Zoar to Wheeling, about 40 miles, should be built 
and owned in common with the Valley Company. A motion to 
make the road a narrow-gauge was deferred for future con- 
sideration. President Wood reported that President Garrett, 
of the Baltimore & Ohio, had expressed himself as favorable 
to the completion of the Wheeling & Lake Erie. 


River Falls & Hudson. - — 
Arrai ents are made nize a com lor the 
eof building pgm from River Falls, Wis, north- 
west to Hudson, about 15 miles. 

by np “= Journal f t date “Th 
The Syracuse (N. Y. of recen’ says: e 
of this line for h travel has been yed for 
epeing of ne for theough travel ‘hag en delayed, 


to the Ithaca & Athens railroad, between 
and Yan Etten, but it will be open for traffic the coming week. 


ta’s. Considerable grating wes done on this line two or three 
years ago. It is intended to shorten the distance a little and to 
avvid the high grades about the Livermore Pass. 
Spartanburg & Union. 

The South Carolina Supreme Court has affirmed the decision 
of the lower court that the bonds, unpaid coupons and interest 
on the coupons are to be paid without preference and pro rata 
out of the proceeds of the sale of the road, and that the - 
ment of $30,000 existing before the indorsementof the 
by the State, and claimed to have been postponed, does not 
have a lien in preference to the bonds and coupons. 

Chicago, Millington & Western. 

This —* has presented a memorial to the Chicago Ci 
Council, asking permission to construct an elevated 
in that City, ẽ plan proposed is to run on the wes) gute 
from the city line through Lexington street to Rockwell street, 
thence to elevate the road through ——— and Polk to 
Canal street, and bh Canal to Lake. intention ap- 
pears to be to build a structure somewhat similar to the Ele- 


the month passenger trains ran 10,421 miles, freight 
trains 12,414 miles and coal trains 8,128 miles, a total of 30, 
miles. @ average earnings per train mile were 64.03 cents 
for passenger, 92.81 cents for freight and 123.89 cents for coal 
trains. The earnings continue light. 


Pittsburgh, Washin. & Baltimore. 

Under the terms of the lease lately concluded, this road 
passed into the direct possession of the Baltimore & Ohio, 
which has long indirectly controlled it, Jan. 1. 

On the same 7,5 London, Mesers. J. 8. Morgan & Co. 

ht out £1,350, eter yany bonds issued under the new 
consolidated mortgage for $11,000,000, and guaranteed by the 
Baltimore & Ohio pany. Th 
the bonds were all promptly taken. 


Toledo, Paw Paw & South Haven. 

Meetings are being held to advocate the construction of a 
narrow-gauge railroad to run from Toledo, O., westward 
through Morenci, Mich., Fremont, Orland and Lima in Indi- 
ana to White Pigeon, Mich., running #0 far nearly parallel 


e telegraph announces that 











THE RAILROAD GAZETTE. 


[Janvary 8, 1876 








1875, 1874. Inc, or Dec. P.c. 

Canal tolls and 
at Henry..........+.-$142,120 18 $153,341 61 Dec..$11,221 428 7.3 
Expenses of canal...... 74,511 86 18,794 38 Inc.. 717 48 1.0 





Balance............ $67,608 32 $79,547 23 Dec. . $11,938 91 15.0 
Atter making all deductions the net revenue of the canal and 
lock for 1875 is $54,040.08, being nearly $6,000 iess than the es- 
timate in the last report. The prospect for business next year 
i encouraging from the fact that — crops of 
grein hove been salsed this cetcen along the of the canal 
an 


River. 
The foundations of the lock and dam at Copperas Creek have 
be »n compl 4 ht of 6% feet. 


24. 

expended $11,367.33, and the 
——— oamitees se $400,720.12, the con. 
ma cos con’ wi " e con- 
tract for the — bebe $508,550. Deducting the cost 
of the tion and the whole amount expended on the 
work, there will be needed to complete it $159,185, to meet 
vee there is a ** rs 156* to the * “a Com 

ving vided for. e tolls 
on the ctaal and lock at H are shfficient this next season, 
of which there is not much doubt, the lock and dam at Cop- 
peras Creek will be compen by the close of navigation of 


876, provided also that the water on the Illinois River should 
be low enough the summer months to admit of the dam 
being built. . 


Tevsas & Tallulah. 
It is to build a narrow-gauge road from St. Joseph, 
in Tensas La., northward on the west side of Lake 


Bruen and Lake St. Joseph and thence up Bayou Vidal to the 
Vicksburg, Shreveport & Texas at Tallulah, a distance of near- 
ly 40 miles. 

South Mountain & Boston. 

It is reported that the junction with the New 
land will not be made at wn all, but that the 
road will cross the Midland south of Deckertown and run u 
the west side of the Wallkill V: to Pine Island, where it 
will connect with a branch of the Erie from Goshen. The rea- 
son given is the reluctance of the ple of Deckertown and 
—* ge — to ge ~ C) —2* and _, 8 seer 
D paymen! plies; poss 80 the expec failure o 
the negotiations for the Jarchase of the Midland. 


Atchison, Topeka & Santa Fe. 

The track of the Pueblo & Arkansas Valley road, which is the 
extension of this road to Pueblo, is laid to Rocky Ford, Col., 154% 
miles be the late terminus at King’s Ferry, and 354% miles 
westward from West Las Animas. There remain 473% miles of 
track to reach Pueblo, on which work is progressing rapidly. 


St. Louis, Marine & Edwardsville. 

This company has filed articles of incorporation in [linois 
and a railroad from Edwardsville, Il., east- 
ward 10 miles to the village of Marine. The capital stock is 
fixed at $200,000 and the tors are Jos. Gillespie, J. C. 
Rob J. B. West, H. H. Handlew, D. P. Fisher, H. C. 
Gerke and C. D. Holles. 


Bloomington, Lacon & Northwestern. 


This la *Xe — project is for a line from Bloom- 
ington TL, northwest wannah on the Mississippi, about 
1 es. It would run through a country already well pro- 
vided with railroads. 


\ 


Jersey Mid- 








ANNUAL REPORTS. < 
New Haven & Northampton. 


This company during the fiscal year en Sept. 30 worked 
the same lines as during the pre ae ene n line from 


New Haven, Conn., to es, Mass., 83.88 miles; a 
branch from F, Conn., to New Hartford, 14.09 miles; 
a branch from Simsbury, Conn., to Tariffville, 1.04 miles, and 
the leased estfield road, from Westfield, Mass., to 


& 
Holyoke, 10.82 miles, a total of 99.01 miles owned and 109.38 
miles worked. 


The equipment consists of 20 es and 1 snow-plow; 17 
passenger and 8 Romy 108 box, 300 flat and coal and 6 
caboose cars; 1 1 ck and 40 four-wheel gravel cars. 

The property is represented as foll 


OWs : 
Capital stock Be te te !31 $2,460,000 
Funded debt ($21,898 per mile)....-........c+-.-<...ccceee 2,162,000 
Total ($46,687 per mile).........cessceeseseeseseeeses $4,029,000 


Of the funded debt $1,278,000 are first-mortgage 7 cent, 


bonds, and 000 convertible 6 cent. bonds. The com- 
ra owns $20,000 Holyoke & Wes' stock, and has advanced 
179,685.54 for the construction of that road. 
The work done for the year was as follows : 

1874-75. 1873-74. Inc. or Dec. P.c 
Train mileage........ $71,561 399,400 Dec.. 27, 7.0 
Passengers carried.... 333,163 $72,928 Dec.. 39,765 10.7 
Passenger mileage. ... 4,926,390 6,528,198  Dec.. 601,808 10.9 
Tons freight moved... 257,322 277,874 Dec.. 20,552 7.4 
Tonnage mileage. ....10,107,674 12,779,119 Dec, .2,671,445 20.9 


The av 6 rece passenger mile were 2.96 cents; 
we 2B conte. The 22 















we ton per mile, 8 for the year were as 
lollows : 
1874-75. 1873-74. Inc. or Dec, P.o. 
From freight... +++ $396,500 92 $440,170 21 Dec.$43,669 29 9.9 
Passengers .... «++ 145,501 26 164,334 38 18,833 12 11.5 
Mails and express...... 28,792 88 22,629 52 Inc. 6,263 36 27.8 
Other sources.......... 24,369 22,611 22 Inc. 1,758 06 7.8 
Total earnings.......$095,164 34 $649,645 33 Dev.$54,480 99 8.4 
Working expenses...... 372,640 57 428,598 58 Dec. 55,958 01 13.1 
TAXO8....cscecececseess 26,609 96 27,915 75 Dec. 1,305.79 4.7 
Total expenses....... $399,250 53 $456,514 33 Dec.$57,268 80 12.5 
Not earnings ..........$195,918 81 $199,131 00 Inc. $2,782 61 14 
Gross earn, per mile... $5,444 $5,942 Dec. $498 84 
Net earn. per mile ..... 1,792 1,766 Inc. 26 «14 
Per cent. of expenses .. 62.61 97 Dec, 3.36 5.1 
Per cent. of exps. and 
taxes................. 67,08 70,27 Dec. 3.19 4.6 





The income account for the year is as follows : 
MP GRE ic ctcceacssccsseccecce oe 


«· 


—— 81 


———— bonds........... — — — — 278,030 00 


0 


2222 





Pee eee ee eC Pee PEST eee reer sy) 


—* ———— 
Holyoke & Westfield rent and interest 
Construction and equipment ............++++++ 
—— on bonds sol: 
2 udgments 
Sundry =, paid 





515,540 94 


Balances at close of year....... poe cecceees PPrTTTTir i — $57,864 03 


Of the falling off in receipts about $20,000 was in loss of 
transportation of ice and $9,000 from loss of the extra travel 
resulting from the Mill River disaster of the previous year. 
It is thought that the present year will ghow a slight improve- 
ment in earnings, and that the working expenses can be still 
further reduced. 

Durin ig the year new depots were built at Simsbury, Union- 
ville and Mt. Carmel, and one is nowin progress at Plainville to 
replace the house burned down in June. Six iron bridges with 
stone abutments have been put up in place of old wooden ones. 
There has been put in the track 701% tons of steel rails, and 
28,582 new ties, and the sidings at several points have been 
lengthened. The road and equipment are in good condition 
and ready for a considerable increase of traffic. 


Indianapolis, Bloomington & Western. 


The lines worked by this company are as follows: 


Miles 

Main Line, Indianapolis, Ind., to Peoria, Ill...........s+ee000 211.50 
Western Extension, Champaign, Ill., to Havana ............++. 100.63 
White Heath, U., on Western Extension, to Decatur.......... 80.91 
Eh 6nd6 —————————————— 343.04 


Of the main line 9.22 miles, from Pekin, Ill., to Peoria, is 
leased from the ——— & a oes leavin; 


833.82 miles owned. e leased iles is also use 
8 the trains of the Tolelo, Wabash & Western 
ompany. The road has been in the hands of Gen. 
George B. Wright, as Receiver under suits for foreclosure of 


mortgage, for over a year, and he makes the following report 
for the year ending Nov. 80, 1875. 
The capital account at that Cate was as follows: 


Capital stock ($22,785 per milo) ........................... $7,610,200 
Bonded debt ($35,928 per milo .......................... 12,000,000 
— —— 519,280 
ci — 3,597,220 

Totes COVE GOB Dek MI 00's cock dec sccccsescsbevesées $23,726,700 


The Receiver has paid $52,152.13 during the year on account 
of floating debt claims. He has made the following improve- 
ments in road and equipment: Rebuilt 7 locomotives, 8 passen- 
ger coaches, 2 chair cars, 475 freight cars; repairs were made 
to 18 locomotives, costing nearly as much as rebuilt engines. 
Nearly all the passenger coaches and baggage cars of the road 
have been repainted and refitted. During the year 64 miles of 
new iron and steel rails have been laid, 2% miles of new side 
track put in, 146,000 cross ties laid, 24 miles of track graveled ; 
13 bridges have been entirely rebuilt, 3 station houses built, 
and 6 stock-yards fitted up. 

Concerning the equipment he says: “Immediately after the 
order of the court at its last term, relative to the lease of the 
cars of the Western Car Company, negotiations were opened 
with the officers of that — and with other companies, 
for the procurement of cars. After diligent —— and nego⸗ 
tiation your receiver entered into a new contract with said 
Western Car Company for the use of cars then remaining on 
the road for the period of one year from Sept. 1, 1875, ata 
monthly rental of $10 per car. 

“ The twenty-eight locomotives claimed by the Rogers Loco- 
motive & Machine Works, of Paterson, N. J., are still in the 
possession of your receiver, and so many of them as have been 
needed have been used and cared for in the same manner as 
locomotives owned by the company. The suit pending in the 
United States Circuit Court for the District of Indiana, to re- 
cover possession of said locomotive engines, is still pending 
and undetermined. The receiver — that new engines 
and cars be purchased in sufficient numbers to supply the loco- 
motives claimed by the Rogers Works and the cars leased; the 
purchase to be made upon favorable terms and easy payments, 
80 that the payments would be upon purchase instead of ren- 
tal. By this method the company can become the owner of 
the locomotives by paying in monthly installments a sum but 
little in excess of a reasonable rental.” 

The earnings of the main line, 211.5 miles, for the year were 
as follows: 


ih cintsdans —— $707,567 69 

Las hen ne nhened 6p 0s k 0900.06 —— 359,594 39 
PAINE CEDNONE . conc cncecosseccccccccccecccosscecesoce 45,434 19 
EN ats ods boaced06h0 060s S00dbeeneecrercssoces 60,836 68 





Total (5,646 per mile)...cccccssvcccccsccccccccccies $1,173,432 065 





Actual working expenses (89.85 per cent.) ................ 1,054,320 92 
Net earnings ($563 per mile)............ seseveeess $119,112 03 
Extraordinary rep@irs........ssesccessecvecees pesccdocee 423,000 40 
— o0 $303,889 37 


The earnings of the Western Extension, 181.54 miles, for the 
year were: 





Earnings ($1,149 per mile). sosssceses $151,101 40 
Working expenses (99.98 per Cent.)...... ................. 151,063 25 
Net earnings ($0.29 per mile) ........c.sseceseeeees $38 15 


, The total amount of receipts and disbursements was as fol 
ows: 


Receipts from all sources,.........++++ e606nh —— $1,475,319 07 
Disbursements on all accounts..... POTTT TTT TTTTTT ii 1,403,064 30 
RNNOO TIN. 2, TTB oss cvocceccdcsecccccccecenh + $72,254 77 


With respect to certain complaints made of his administra- 
tion of aftairs, the Receiver says: 

“T have been able to apply only a very small p rtion of the 
earnings in the direction of payment of back pay-rolls and supply 
bills. Such had been and was the credit of the company and the 
condition of the property at the time your Receiver took pos- 
session that nothing could be purch without the most posi- 
tive assurance of prompt payment out of the earnings, and 
any diversion of the earnings to the prejudice or delay in pay- 
ment of current bills and pay-rolls would have compelled the 

pension of the ry improvements and left the property 

im such condition that it could not be operated advantageously or 
—— Much complaint has been made and great solici- 
ude felt in regard to the back-pay due employes, and your Re- 
ceiver has experienced great embarrassment on account of his 
inability to meet it under the orders of the court, but he is 
convinced that any attempt to pay more than he has done 
would have been a violation of the orders of the court, and di- 
rectly to the prejudice of future earnings and ultimate 
—— of this and other rt and equitable claims 
full, which he hopes and believes can soon be 
reached, at least in part, through the improved condi- 
ion of the property and the good promise of increased earn- 
ngs in the future. It has been intimated that more has been 








done in the direction of 


improvements to the property than 
was absolutely n 4 has entertained such 


oever en an 
opinion proves himself ignorant of the real condition of the 
property, and I respe y refer to the sworn statements con- 
tained in my first report in this case, and to the needed im- 
vements and repairs upon the property specified under that 
ead in rye oe It should not be forgotten that in many 
instances olders and other creditors are as great sufferers 
as employes. Notwithstanding the anxiety and solicitude of the 
agents and employes for the payment of back dues, I desire to 
bear testimony to their general forbearance and faithful exer- 
tions to increase the — and in every way to aid in the 
proper administration of the trust. They are entitled to and 
receive my hearty thanks for their co-operation.” 

Reg —— leased section of the main line from Peoria to 
Pekin, the Receiver says: “The new contract of lease with the 
Peoria & Springfield Railro ad Company, upon the order and 
approval of the court, and which went into effect May 13 last, 
(a copy ef which is on file in this court), has thus far been 
maintained and carried out by =, receiver, and the receiver 
of the said Peoria & Springfield Railroad. This lease has now 
been in operation a period of more than five months, d 
which time the receiver of the Peoria & Springfield Railr 
has made large and valuable ag Mag 8 oy the track, and 
important additions at Peoria, to facilitate the movement of 
trains, the care of locomotives and cars at that t. No seri- 
ous embarrassment has arisen out of this new lease, but some 

arties interested in the matter claim that the interests of the 

——— Bloomington & Western Railway Company, as 
well as those of the Peoria & Springfield Railroad Company, 
would be better served if the * y of the latter company, 
within and between the cities of Peoria and Pekin, was under 
the exclusive control and ey of the Indianapolis, 
Bloomington & Western Railway Company, either by purchase 
or under a just and equitable rental. So short a line of road, 
being the natural connection and outlet of the Indianapolis, 
ee & Western Railway, it is claimed can y be 
managed separately to accommodste rival lines without excit- 
ing jealousies and giving rise to complaints.” 


— — 
Western Railroad Association. 


The following circular has been issued to railroad managers 
by this Association, dated Chicago, Dec. 21, 1875 : 

The annual —— the Western Railroad Association will 
be held at the Grand Pacific Hotel, Chicago, on Tuesday, 11th 
January, 1876, at eleven a. m. 

You are respectfully and earnestly invited to be present at 
that meeting, and then join your company to the Association. 
Three only of the reasons which might be urged for such action 
on your part are submitted. Furst. ‘he Association is defray- 
ing the expenses of very important litigation in which your 
company is alike interested with its members. Your own in- 
terests seem to dic.ate that your company should {have a voice 
in determining the course to be pursued in these important 
matters. Second. Almost every company in the country has 
upon its road devices which have been patented and for which 
it has not settled, and on which, if the patent or patents there- 
for are valid, damages are daily accruing. By yoy | full 
descriptions of these devices to the Association, you can learn 
with reasonable definiteness whether the device has ever been 
patented, and if so, whether the patent upon it infringes any 

rior patent, and whether the device, if not itself patented, in- 
— any patent. Almost every company in the country has 
to consider during the year claims made for the alleged in- 
fringement of patents by devices in use, —— which 
question of infringement and concerning the validity of which 

atents and their relations to other oa the company is not 
informed, The general solicitors of railroad companies can 
hardly give the necessary time to the consideration of this 
special, intricate and arbitrary branch of the law. To refer 
any one of the above cases to a competent patent attorney, and 
to act advisedly tnereon, would cost about as much as the ex- 

enses of a oe in this Association for an entire year. 

e have learned of a number of settlements made during the 
past year, by companies not in the Association, and aggregat- 
ing thousands of dollars, which would have been saved to those 
companies had they consulted, as members, with the officers 
of this Association. Third. As the rate for a car load is less 
than for a small can, so are the rates of settlement for patent 
rights less for an —— of companies than for individual 
companies. More than the whole expenses of the Association 
for the aed were saved to our members in a single settle- 
ment effected, 

The work of gathering necessary and valuable information, 
of contesting unjust claims, and of making advantageous set- 
tlements, cannot be done by individual —— with any- 
thing like the same dispatch, economy and convenience as 
wher done by an association of companies for that purpose. 
This Association aims to do that work in the most effective and 
economical manner possible. Our membership now numbers 
forty companies. Our expenses for next year will be about 
$30,000, which will be equitably assessed upon the companies 
upon the basis of their —— earnings. It is hoped that twen- 
Vv companies will join during the present month, and make 
the average expense to each company $500. We have given 
over one hundred reports upon patents and AE ey ne claims to 
members during the year, and have conducted a large amount 
of very important litigation, and are ready to give immediate 
re 8 upon over two hundred patents. 

mportant matters, which cannot well be mentioned herein, 
will be presented to the annual meeting, in which your advice 
and co-operation is solicited. 

By order of the Executive Committee. 

J. H. Raymonp, Secretary. 

The following is a list of the companies which were members 
of this Association at the date of the circular: 


1, Atchison & Nebraska R. R.; 2. Atlantic and Pacific R. R.; 
8. Atchison, Topeka & Santa Fe R. R.; 4. Burlington & Mis- 
souri River R. R. in Neb.; 5. Chicago & Alton R. R.; 6. Chi- 
cago, —— & —— R. R.; 7. Cleveland, Columbus, 
Cincinnati & Indianapolis 3 8. Cincinnati, Hamilton & Day- 
ton R. R., 9. Cincinnati, Hamilton & Indianapolis R. U.; 
10. Cincinnati, La —— & Chicago R. R.; 11. Cincinnati, 
Richmond & Chicago . R.; 12, Cincinnati, Richmond & Fort 
Wayne R. R.; 13. Chicago & Michigan Lake Shore R. R.; 
14. Chicago, Milwaukee & St. Paul R’y; 15. Chicago & North- 
western R’y; 16. Chicago, Rock Island & Pacific R. R.; 
17. Dayton & Michigan R. R.; 18. Detroit, Lansing & Lake 
Michigan R. R.; 19. Detroit & Milwaukee R. R.; 20. Evansville 
& Crawfordsville R. R.; 21. Fort Wayne, Jackson & Saginaw 
R. R.; 22. Flint & Pere Marquette R. R.; 238. Grand Rapids & 
Indiana R. R.; 24. Hannibal & St. Joseph R. R.; 25. Minois 
Central R. R.; 26. Kansas City, St. Joseph & Council Bluffs 
R. R.; 27. Leavenworth, Lawrence & Galveston R. R.; 28. Lake 
Shore & Michigan Southern R’y; 29. Michigan Central R. B.° 
30. Missouri River, Fort Scott & Gulf R. R.; 81. Ohio & Mis- 
sissippi R’y; 32. Quincy, Missouri & Pacific R. R.; 33. Rock- 
ford, Rock Island & St. Louis R. R.; 94. St. Louis, Kansas Cit 
& Northern R’y; 35. St. Paul & Pacific R. R.; $6. St. Paul & 
Sioux City R. R.; 37. Sioux City & St. Paul R. R.; 38. Toledo, 
Wabash & Western R’y; 39. Wisconsin Central R. R.; 40. West- 
ern Union R. R. 

Mr. Robert Harris, Superintendent of the Chicago, Burling 
ton & Quincy Railroad, is President; George Payson, Esq., 
Attorney, and Mr. J. H. Raymond, Secretary and Treasurer, 
The office is at No. 97 Washington street, Chicago, 























